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APITAL expenditures which assure the highest return are 


the most desirable investments. 


General Motors Diesel Switchers, which are demonstrating 
outstanding performance qualities, are producing tangible sav- 
ings sufficient to liquidate their initial cost within five years. 
making one of the most profitable motive power investments. 
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THE IDEAL TRUCK FOR 
MODERN FREIGHT CARS 


Complies with all A.A.R. specification requirements 


HE outstanding characteristics developed by National 

and incorporated in the Type B Spring-Plankless Truck 
have proven the best for over six years, placing it in the lead 
as the ideal money saving truck for modern equipment. 


Its basic simplicity of design, founded on the elimination 
of the spring plank and arrangement of the springs has 
produced a truck that provides for the quickest wheel 


changes, is Flexible and self squaring, easy riding, and less 
costly to maintain. 


Provide your cars with National Type B Spring-Plankless 
Trucks and reap the benefits. 
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AFETY of operation, while maintaining schedule speed 
during inclement weather, is no longer a problem. 
“Union” Coded Continuous Cab Signals are the solution. 


A recent survey of 43 railways having high-speed sched- 
ules, disclosed that 26 were equipped with automatic 
train control or cab signals. 

The high efficiency of these signal devices day in and day 
out, under extreme climatic, traffic and high-speed service 
conditions, presents a safety record of which the railways 
may be justly proud. 


These devices not only increase the safety of train opera- 
tion and facilitate on-time performance under unfavorable 
weather conditions, but also improve the morale of train 
crews and provide the most modern type of protection 
for high-speed train operation. 
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Politics and Economics 


of the Recession 


The old year closed and the new year opened with 
a violent controversy regarding who and what caused 
the recent business recession. This controversy is of 
vital importance to the American people. Economic 
ignorance, more than any other cause, is hurrying the 
modern world toward destruction. Our greatest need 
is thorough study of the causes of the great fluctua- 
tions in business that increase and reduce national 
income, and, thereby, the incomes of all classes of the 
people. 

The problems presented are economic, not political ; 
and their solution is not promoted, but hindered, by 
controversies regarding them carried on by politicians 
mainly or solely for political purposes. Neither New 
Deal nor anti-New Deal politicians, nor both, dare tell 
the whole truth regarding why recovery has failed and 
the recent recession has occurred, because for either to 
do so would be to risk antagonizing millions of voters. 
It must be-told, if at all, by those who are concerned 
only with economic causes and effects. It is especially 
a function of economists and business publications to 
try to tell it; and any such publication that would not 
take part in the controversy because of fear of the pos- 
sible effects upon itself or any industry presumably 
served by it would be as unpatriotic as it was cowardly. 


The Political Discussion 


The Railway Age has been among those that for 
more than four years have opposed certain New Deal 
policies upon the ground that their continuance would 
prevent recovery and finally result in disaster. What- 
ever the causes, full recovery was prevented during the 
four years from adoption of the New Deal’s emer- 
gency legislation in 1933 until the end of May, 1937; 
and there has since occurred the severest decline of 
production, construction and distribution ever known 
in the same length of time. 

Two spokesmen of the administration, Assistant At- 
torney General Jackson and Secretary of the Interior 
Ickes, recently made speeches regarding this recession. 
Mr. Jackson is the administration’s “trust buster.” He 
attributed the recession principally to excessive advances 
in prices made by monopolistic Big Business. Mr. 
Ickes attributed it to malevolence toward the New 





Deal by the “sixty families” that h 
all business through Big Business 


“sitdown strike” by Big Business to 


> 


Deal, cause repeal of the New Deal leg 
passed and prevent more of it. Pre 
in his message to Congress was less c1 
although implying that the recession 
to government, and advocating mor 
tion. 

Republican spokesmen have blamed 
business, and for obvious reasons | 
about the responsibility of labor. 17 
implication from any political source t 
union leaders have done, sought or sect 
that has contributed toward the recessior 
Age has attributed it principally to excess 
in taxes, wages and prices for which ¢ 
ness and labor have all been responsible 
are the facts? 


Eight Years’ Failure of Recovery 


The recession was preceded and 
panied by certain indisputable develo; 
preceded by eight and one-half years of 
failure of recovery. The New Deal ha 
tion four years before the recession bega 
ident said in his message: “We have rais: 
income from thirty-eight billion dollars i: 
to about sixty-eight billion dollars in 


Our goal, our objective, is to raise it 
hundred billion dollars.” 
According to the National Bureau « 


search, the national income increased 
seventy-three billion dollars in the 
1920, and less than fifty-nine billion doll 
cession” year 1921, to almost eighty-four 
in 1929. Never in the history of the 
until since 1929 was there a period : 
years during which the national income « 
much greater than ever before. Why 
years was there such a failure of recover 
the national income, according to the Pres 
mate for that year, was still much less th 
also less than in any year between 1922 
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all previous experience had been followed it would al- 
ready have been from ninety billion to one hundred 
billion dollars in 1937. 


Recession Due to a Buyers’ Strike 


And why was this easily demonstrable failure of re- 
covery followed by the sharpest recession in all history? 
Its proximate cause has been the same as that of every 
depression or recession that ever occurred—i.e., a 
buyers’ strike. Why, then, did buyers strike? There 
are two classes of buyers—individuals and business. 
The former buy principally consumable goods and the 
latter capital goods. Capital goods are bought as an 
investment. The decline of business began in June. 
All sellers continued to be as willing and anxious to 
sell as before. The recession began when and because 
buyers of both consumable goods and capital goods 
began to reduce their buying. 

The accompanying table comparing railroad freight 
loadings in 1936 and 1937 tells the story. The figures 
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goods, actually were relatively larger in December than 
in the first five months of 1937. The smallest decline 
relatively in loadings was made by live stock, 
almost entirely consumable goods. 


also 
The next smallest 
declines in December as compared with thi five 
months of the year were made by loadings of less-than- 
carload merchandise which consists principally of con- 
sumable commodities, and of coal, which is shipped 
largely in the winter for domestic consumption. Load- 
ings of miscellaneous freight, consisting of both con- 
sumable and durable goods, declined relatively 37.2 
per cent. Loadings of forest products, used entirely 
in construction, declined relatively 37.6. Relatively the 
largest declines occurred in the loadings of ore and coke, 
which are used almost entirely in the production of 
durable and principally in the production of durable- 
capital goods. 

Why did both individual consumers and business be- 
gin seven or eight months ago, and continue subse- 
quently, to reduce their buying? Obviously because 
they became unable or unwilling to increase or main- 


first 








Per Cent Increase or Decrease in Freight Loadings, 1937 compared with 1936 


First Five 








elative Increase 
or Decrease in 
ecember compared 
with first Five 





Commodity Months June Jul Aug. Sept. Oct. Nov. De Months of 1937 
Grain and Grain Products - 69 — 12.0 - 5.6 + 4.6 + 12.1 + 17.9 + 18.3 6 
Live Stock ..... ; + 4,7 - 6.6 - 19.9 - 11.2 — 5.0 =~ 30 14.3 3.3 
Merchandise—1.c.! + 8.2 + 0.7 + 1.6 + 1.2 + 0.3 + 0.2 — 4.2 a: — 16.6 
Lo , + 7.0 + 4.0 - 1.2 —- 2.4 + 4.4 - 0.5 - 14.5 14 20.1 
Miscellaneous + 21.7 + 6.4 + 7.6 + 5.0 + 1.4 - 4,1 15.3 3 7.2 
Forest Products + 22.1 + 12.6 + 21.4 + 13.2 + 8.2 —- 0.7 17.7 7.6 
Ore abe +108.4 + 44.9 + 48.5 + 35.4 + 23.5 - 9.3 $5.1 49.8 
CE eecnks + 32.5 + 17.0 + 19.2 + 13.9 . Fa — 13.2 - 37.3 : 4 

PE) nett bese ceed paws + 15.6 + 6.8 + 7.2 + 3&3 4.0 - 19 12.8 l¢ — 28.0 

in the first column show how much larger (or smaller) tain it. If they became unable, this was because their 


the loadings of each large class of products was in the 
first five months of 1937 than in the first five months 
of 1936. The figures for June show that in that month, 
as compared with the first five months of 1937, there 
were declines in the loadings of every class of com- 
modities. They show that the declines decelerated in 
July, but that, with some minor exceptions, accelerated 
throughout the rest of the year. 


How Both Consumers and 
Business Reduced Buying 


Production determines freight loadings, while buying, 
in turn, determines production in most industries. The 
figures show that, beginning in June, there was reduced 
production of both consumable goods and of the raw 
materials used in making capital goods. It follows that 
there were reductions in the buying of both consumable 
and capital goods. The final effects in Decembervof the 
seven months’ reductions of the buying of -both kinds 
of goods are shown by the statistics given in the last 
column of the table. The decline in the buying of 
capital goods plainly accelerated much faster than the 
deéline in the buying of consumable goods. Loadings 
of grain and grain products, which are consumable 


incomes declined, or did not increase in proportion to 
the increases in the costs of the things they were asked 
to buy. If they merely became unwilling to increase 
or maintain their buying, this was because they became 
afraid they would lose by increasing or maintaining it. 


Declines of Farm Purchasing 
Power and Railway Buying 


What could have caused a large and imp 
of buyers to become unable even to maintain 
ing? 


rtant part 
their buy- 
For some time before as well as during 


iii 


the re- 
cession the prices of most farm products vw 
while the prices of most industrial prod 
vancing. 


ere declining, 

‘ts were ad- 
Could anything be plainer than that these 
opposite movements of prices would reduce the ability 
or willingness of the rural population to 
ucts of industry? 


buy the prod- 


At no stage of the recent recovery did railway buying 
from the manufacturing industry become two-thirds as 
large as before the depression. At the end of 1936 
the freight rates of the railways were reduced by the 
Interstate Commerce Commission. Throughout the 
latter part of 1936 and the early part of 1937 wages 
and prices in other industries, including prices charged 
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the railways, were advancing; and finally, effective 
August 1 and October 1, wages of railway employees 
were advanced. Could anything be plainer than that 
these opposite movements of railway rates and costs 
would reduce the ability or willingness of the railways 
to buy? 

In addition in October, because of the general reduc- 
tion of buying and production, railway freight business 
had declined to 2 per cent less, in November to 13 per 
cent less and in December to 17 per cent less than m 
1936. In consequence railway net operating income of 
$60,700,000 in October was the smallest in any Oc- 
tober of the depression excepting in 1933 and 1934, 
while net operating income of about $32,000,000 in 
November was, excepting in 1934, the smallest earned 
in that month since before the Great War. The net 
operating income of the railways determines their abil- 





ity to buy equipment and materials. 
Why Did Home-Building Decline? 


The volume of home building is determined by (1) 
the present and prospective incomes of those desiring 
to build, and (2) the cost of building and owning. At 
no stage of the recent “recovery” did home building 
become more than 40 per cent as large as before the de- 
pression, and it has declined during the recent recession. 
Why? Because (1) the total national income, includ- 
ing, of course, the incomes of all desiring to build, never 
became at any time anywhere near as large as before 
the depression, while (2) the increase in building in 
the latter part of 1936 and early part of 1937 was 
accompanied by rapid increases in hourly wages, prices 
of materials and taxes. About one-half of homes are 
built by their owners for occupancy by themselves, and 
the other half by investors to sell or rent at a profit. 

r Some who desired to build became unable to do so be- 
cause costs of ownership increased more in propor- 
tion than their incomes. Others became unwilling to 
build because, in their opinion, costs of building and 
ownership were increasing too fast to assure profits 
from selling or renting. 

The recession being, like all depressions and reces- 
sions, plainly and demonstrably due to a buyers’ strike, 
how and to what extent did business, and especially 


AGE 


Big Business, contribute toward it Fi 
certainly did advance prices, and, 

did reduce its buying. But was busin: 
sible for the advances in prices and su 
tion of buying? 


Why Did Business Increase Prices—and W 


It is an indisputable fact of hist 
Deal administration began im the spri 
continued for four years to try to caus 
of working hours and advances of 
and (2) advances of prices to the level 
were among the repeatedly avowed 
devaluation of the dollar, of NRA 
huge spending for “pump-priming, 
lation, and so on. It will hardly repu 
bility, but, in fact, claims credit for t! 
series of advances in wages that have bee: 
it is plain to every economist and business 
advances in wages could not have been 
without the advances in prices; that 
industry and business the advances in wa 
and indirectly consuming about three 
advances in prices; and that, therefor 
should be denounced for having beer 
it unquestionably was—in giving effect 
Deal gospel of higher prices, then it s 
cised—as it unquestionably should be 
advances in wages necessitating such ad 


Why Did Business Reduce Buying? 


It is beyond dispute by any intelligent 
person that the New Deal “planned it 
making advances in both wages and 
whether Big or little, did just what 
urged it to; and if advances in prices caused 
sion, then the New Deal is clearly as res} 
as business. 

Business has helped cause the recession | 
its own buying. It has refused to pay 
But should it be blamed any more tha: 
public, which the facts demonstrate 
its buying at about the same time bu 





A New Deal Adviser Who 


There is only one way in which the general standard 
of living can rise and that is by an increase in the pro- 
duction and consumption of real goods and services per 
* head of the population. This stubborn fact, though in- 
controvertible, is too often ignored or forgotten. We are 
inclined te think too much in terms of money incomes 
and not enough in terms of what the incomes will buy. 

In the final analysis, the national income is measured 
by the total output of goods. If there is less to divide, 
all groups of the population, including capital, labor and 


—From a Recent Address by 
Governor Eccles of the Federal Reserve Board 





Knows His Economics 


agriculture, will suffer. The national sta 
will decline. . . . I am hopeful that busin 
upon recognition of the fact that their long-1 
are bound up with the largest possible volu: 
tion at the lowest possible prices. 

Likewise I am hopeful that labor policy wil! 
account the fact that advances in wages wl 
excess of increasing productivity and result 
prices, react against labor itself, as well as 
community at large... . 
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merchants voluntarily begin to refuse to buy goods that 
they were confident they could sell promptly to con- 
sumers at a profit?) Did manufacturers voluntarily be- 
gin to refuse to buy machine tools that they were sure 
they could use at a profit? Did those who had been 
building houses to sell or rent voluntarily quit building 
them when still confident they could sell or rent more 
of them at a profit? Did the railroads voluntarily quit 
buying locomotives and cars that they believed they 
needed and were confident they could use at a profit? 
Anybody who answers these questions in the affirma- 
tive proclaims himself hopelessly ignorant of economics, 
or hopelessly a demagogue, or insane. 


Facts Show an Unbalanced Economy 


The facts make a picture of an economy in which 
there had not occurred full recovery before the reces- 
sion began because there had not been established be- 
tween different industries, or within individual indus- 
tries, the balance required to enable every large indus- 
try and its employees to become sufficiently large buy- 
ers of the products of other industries and their em- 
ployees. How could there have been the balance neces- 
sary to full recovery when the amount of business being 
done by the great construction industry was still 60 
per cent less than before the depression, and when pur- 
chases of equipment and materials by the great railroad 
industry had never become two-thirds as large as before 
the depression ? 

The facts also make a picture of an economy in 
which the balance being approached in the latter part 
of 1935 and in 1936 was later being disrupted by op- 
posite movements of wages, rates, prices and of the 
buying power of different classes of consumers and of 
different industries. 
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These facts are fully sufficient to explain both the four 
years’ failure of recovery and the subsequent recession. 
They are also sufficient to show what is required to 
start a renewal of recovery, the re-establishment of pros- 
perity and the increase of the national income to the 
one hundred billion dollars annually mentioned by the 
President. But the balance between the prices and rates 
of different industries, and between the production costs, 
taxes and profits of each large industry, that is required 
for largely increasing the national income will not be 
established by political measures designed to give some 
classes economic advantages over other classes, and 
especially to curtail profits from old and new in- 
vestment. 


“Selfish Employment of Capital” 


President Roosevelt said in his message: ‘“‘Capital is 
essential ; reasonable earnings on capital are essential ; 
but misuse of the power of capital or selfish suspension 
of the employment of capital must be ended, or the 
capitalistic system will destroy itself by its own abuses.” 
“Selfish suspension of the employment of capital’ can- 
not be any more prevented by moral homilies or political 
warnings than selfish employment of it. It always has 
been and always will be employed or not employed by 
its owners entirely in accordance with tl:civ hopes of 
profits or fears of losses. This is as true of small own- 
ers of capital as of large owners. The capitalistic sys- 
tem can be maintained and made to function only by 
affording all owners of capital more reasons for ex- 
pecting profits than for fearing losses. No doubt this 
is because all owners of capital are selfish. But is un- 
selfishness so common? Is labor inspired entirely by 
unselfishness when it seeks shorter hours and higher 
wages, or politicians when they seek votes : 








contain information that will enable us to view their situa- 
tion with understanding and sympathy. 

How many of our readers were aware that the American 
railroads consume nearly one-fourth of all the bituminous coal 
mined in this country, or one-fifth of the oil produced, not to 
mention one-sixth of all iron and steel, and a similar per- 
centage of our timber production? Certainly, it was news 
to us and it left us speculating upon the total number of 
inen and women that are now gainfully employed because 
of our railroads. Certainly, they must number several mil- 
lion. 

In addition to these enormous expenditures the railroads 
are called upon to pay about one million dollars each day in 
taxes, both state and federal, and five million dollars are 
needed daily to meet their payrolls. In addition to these 
fixed charges they are required to furnish and maintain their 
own right-of-ways which is a very considerable item. How 
they have been able to carry on is a mystery to us when we 


From the Wadena (Minn.) Pioneer Journal 


Value of Advertising in Rural Papers 


In running a series of advertisements in the rural press, 
which give the story of the plight in which all American rail- 
roads now find themselves, the Great Northern Railway com- 
pany is rendering a service of incalculable value as they 


think of the traffic, passenger and freight, that has been 
diverted from them to competitors, some of which are gov- 
ernment subsidized, or operated wholly from funds direct 
from the federal treasury, which means they are exempt from 
taxes of all kinds. 

As a result of all this the American railroads now find 
themselves facing bankruptcy. Indeed, thousands of miles 
are already in receivership, with the balance on their way. 
To prevent such a national catastrophe they must have help 
NOW. Recently, they applied to the Interstate Commerce 
Commission for a 15 per cent increase in freight rates and 
one-half cent more per passenger mile. President Roosevelt 
has declared himself in favor of giving the railroads relief, 
so have many shippers, big and small, who realize that the 
railroads are absolutely necessary to our national welfare. 

It is high time that we quit using the railroads as political 
footballs. Too long have they been the playthings of dema- 
gogs and self seekers who have saddled on them expensive 
and cumbersome regulations, the cost of which the roads 
in. many instances have not been able to pass on. In this 
connection it may be pertinent to inquire to what extent the 
condition of the roads has contributed to the new depression 
in which we find ourselves. 






































Heavy Freight Power for K.C.S. 


Five oil- and five coal-burning locomotives rank highest 
type in tractive force but not in boiler capacity 


EN freight locomotives of the 2-10-4 type were de- 
| I livered to the Kansas City Southern by the Lima 

Locomotive Works during the latter part of last 
summer, five of which were equipped for burning oil and 
five for burning coal. The cylinder tractive force of 
93,300 Ib. has not been exceeded, and their boiler pres- 
sure of 310 Ib. is the highest which has yet been em- 
ployed in locomotives of this type with staybolt type 
fireboxes. The principal dimensions of these locomotives 
are compared in the table with the two largest locomo- 
tives of this type. 


The Boiler 


The boilers on these locomotives are 92 in. outside 
diameter at the first course ; the second course is tapered, 
and the third course, which is straight, has an outside 
diameter of 102 in. The thickness of the nickel-steel 
shell in the three courses is 1 in., 1-3/32 in. and 1% in., 
respectively. 

The firebox has a combustion chamber which extends 
forward into the boiler 75 in. This chamber is fitted 
with a complete installation of flexible staybolts as are 
also the top, ends and upper corners of the side sheets. 
The coal-burning locomotives are equipped with Stand- 
ard BK stokers and Firebar grates. They are fitted with 
ash pans of unusually large capacity. 

The boilers include the Type E superheater, the units 
of which are installed in tubes of 334-in. outside diameter 
—one of the first, if not the first, installation of tubes 
of this size. The superheater header includes the Amer- 
ican multiple type throttle valve with a maximum lift 
of 134 in. The dry pipe is fitted with a Tangential steam 
dryer. 

All of the locomotives are fitted with the Worthington 
Type 6 feedwater heater. It is mounted in the top of the 
smokebox and the exhaust pipe from the cylinder to the 
feedwater heater is attached directly to the cylinder inside 
the smokebox. The hot-water feed pump is located 
ahead of the cylinder saddle under the smokebox and is 
rigidly mounted on the bed casting. The hot-water line 
is designed to have a direct head of water from the heater 
to the pump. Where it emerges from the smokebox a 
single elbow casting connects it with the pump. 

The water is delivered to the boiler through a top 
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The Front End of the K.C.S. Locomotive 


check. Under the check are baffle plat eak 
up the entering stream. Back of the check is a sverse 
swash plate and just in front of the back tube sheet is 
another. The boiler is equipped with ¢ C 


Gunderson process apparatus for boiler 
l ] 


The smokebox on the oil-burning lo 





One of the 10 Kansas City Southern 2-10-4 Type Locomotives Built by the Lima Locomotive Works. Inc. 











on the railroad’s standard type of exhaust nozzle with 
Venturi gas nozzle. No netting or deflector plates are used. 

The foundation of the locomotive is a General Steel 
Castings bed casting, of which the cylinders and back 
cylinder heads are an integral part. This casting also 
includes the main reservoir. The front bumper, however, 
is cast separately. There are four waist sheets, all of 
which have sliding fits on the boiler. 

The cylinders are 27-in. by 34-in. and are fitted with 
three-step bushings of Hunt-Spiller gun iron. The same 
material is used in the valve bushings. The steel pistons 


The Kansas City Southern Locomotive Compared with the Two 
Largest Locomotives of the 2-10-4 Type 


Road .. C&O. A.T.&S.F. K. CS. 
Road No 3002 5000 900 
Builder Lima Baldwin Lima 

Date built 1930 1931 1937 

Tractive force, eng., | 91,584 93,000 93,300 
Tractive force, booster, Ib : ee eed | eee 
Weight engine, Ib. 566,000 502,600 514,000 
Weight on drivers, Ib 373,000 348,200 353,000 
Cylinders, diam. and stroke, ir ; 29x34 30x34 27x34 
Driving wheels, diam., in 69 69 70 
Steam pressure, Ib. .... ; 260 300 310 
Grate area, sq. ft. .. . 121.7 121.5 107 
Heating surface firebox, ~ saerae 645 592 500 
Heating surface total evap., sq. ft 6,635 6,143 5,154 
Superheat. surface, sq. ft . 3,030 2,550 2,075 
Comb. evap. and superheat., sa. ft 9,665 8,693 7,229 


and the valves are both fitted with Hunt-Spiller gun-iron 
bull rings and Duplex sectional packing rings. 

The driving wheels are 70 in. in diameter and are of 
the Boxpok type. The main journal bearings are fitted 
with SKF roller-bearing boxes, with journals 13,7845 
in. in diameter by 14% in. long. All other journals have 
crown bearings 11% in. in diameter by 14 in. long. The 
first, second and fifth pairs of driving wheels are fitted 
with lateral-motion driving boxes. 

The two-wheel engine truck is of the inside-bearing 
type and the four-wheel trailer truck is of the Delta 
type, both furnished by the General Steel Castings Cor- 
poration. The engine-truck journals are fitted with 
SKF roller-bearing journal boxes. While the trailer- 


truck journals now have plain bearings, the trucks are 
designed with a view to the future application of roller- 
bearing boxes. 
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The guides and crossheads are of the multiple-bearing 
type. The locomotives are fitted with Tandem type main 
rods driving on the third and fourth pairs of wheels. 
The cylinder centers have a spread of 95 in. 

Equalization is broken between the t! 
pairs of drivers. The first three pairs 
ized with the two-wheel engine truck ar 
fifth pairs separately equalized on ea 
trailing truck. The spring hangers are ip type. 

The locomotives are fitted with the aert valve 
motion with a link of skeleton type construction. The 
maximum travel of the valve is 7% in. lin type B 
reverse gears are used. 

Force-feed lubrication is provided riving 
hub faces, shoes and wedges, in addit to the usual 
feeds for cylinders, valves and guides. Detroit force- 
feed lubricators are fitted. Individual 
cators are provided for each air compr« 

The brakes are Westinghouse Schedule 8-E7T 
clude two 8'%-in. cross-compound air cot 


and fourth 
cross-equal- 
fourth and 

with the 


box 


nical lubri- 


and in- 
ors which 


are mounted in front of the smokebo> the engine 
bed. The driver brakes on this locomotive are operated 
by five 12-in. by 10-in. cylinders. 1 driver-brake 
cylinders, placed side by side on the gui ke, operate 


the brakes on the first and second pairs 
there is a separate brake cylinder for ea 
fourth and fifth pairs of driving wheels 

These locomotives present an except neat ap- 
pearance. Not only does this apply exterior of 
the locomotives, but also to the back heads within the cab 
as well. Here the arrangement of th ping under 
the jacket and the employment of a ped type brake 
valve conceals the usual confusion of piping in the 
motive cab. There are two sand boxes, on 
and the other at the rear of the steam dor 
combined with the steam-dome casing it 
ture. The locomotives are fitted with 

The tenders have been built as large as 
in the limits of maximum axle loads for si 
The coal-burning tenders have a capacit) 
lons of water and 25 tons of coal and weigh, loaded, 
348,000 Ib. They are built up of Cor-Ten steel on the 
General Steel Castings water-bottom type underframe. 


drivers and 
the third, 


loco- 
in front of 
They are 
single struc- 
ibule cabs. 
yssible with- 
wheel trucks. 
20,700 gal- 


Cab Interior of One of the Coal 

Burners—An Orderly Arrange- 

ment of the Back Head Is Effected 

by Concealing Most of the Piping 
Under the Jacket 











Vol. 104, No. 2 


The tenders are carried on Buckeye trucks which are 
fitted with SKF roller bearing ‘journal boxes. The 





General Dimensions and Weights of the Kansas City Southern 
2-10-4 Type Locomotives 


Coal-burn. Oil-burn. 
0 En a a hee 2S K.C.S. K.C.S. 
ee SUOEUS . oon kc ccasadcucwesbove 2-10-4 2-10-4 
SE INS Wilds ns 05sec sub bandaaetedet J J 
SPO Sa eet ey ae 905-909 900-904 
Date WES RS Sh 1937 1937 
IN Ae haste 960 0100 00. asd wine 4,0, me alee Freight Freight 
Rated tractive force, engine, 85 per cent, Ib. 93,300 93,300 
eights in working order, Ib.: 
0” ie 353,300 353,000 
el Wee ONWE . 0... eee 51,500 50,600 
On CS EE eee 109,200 108,400 
a engime ......s.. 514,000 509,000 
eS bakin uae d 359,690 48,000 
Wheel bases, ft. and in.: ian . 
3 ae 24-4 24-4 
INNS i dices sh a iedn cc 6s hekioeelch tia. 0 48-8 48-8 
Engine and tender total ............... 98-5 98-5 
Driving wheels, diameter outside tires, in... 70 70 
Cylinders, number, diameter and stroke, in. 2-27x34 2-27x34 
os . of ee peppeeen Walschaert Walschaert 
Valves, piston type, size, im ........... 14 14 
I TR... oso 0's cme eeusimmewi-an 7% 7% 
Boiler : ; 
ER TE ee GTN, 310 310 
Diameter, first ring, inside, in. ........ 90 90 
ni 150 150 
Ni ee 102% 102% 
Combustion chamber length, in. ....... 75 75 
Arch tubes, number and diameter, in... 5-314 5-3% 
Tubes, number and diameter, in. 73-24% 73-2% 
Flues, number and diameter, in. ....... 183-3% 183-334 
Length over tube sheets, ft. and in. 21-0 21-0 
WE RECUY a ameinee s cb6s secede s Soft coal Oil 
Ne ik Osis ‘ Std. BK eT 
Grate area, sq. ft. .... aoe : 107 107 
Heating surfaces, sq. ft.: 
Firebox and comb. chamber ........... 446 446 
"8: 2 eae as: hk. 54 54 
eRe es eee 7 500 500 
IO on niu 6 «do Stwaibig amend 4,654 4,654 
ET EY ha, s . S w e hgncrainaatibe 5,154 5,154 
Superheating ....... Re yy 2,075 2,075 
omb. evap. and superheat ............ 7,229 7,229 
EE... 5 is Vccwilimees db Worthington Worthington 
Tender: 
OED Gbeuwaie os ac sv dhideudcbawdbune Rectangular Rectangular 
Water capacity, U. S. gal. ............ 20,700 21,000 
Ny ON rs. SG ine maw Cabwcwee ce 25 tons 4,500 gal. 
NT elas WADI ah cates cans oh Bbw eink 6-wheel 6-wheel 





trucks are fitted with Simplex unit-cylinder clasp brakes. 
The general dimensions, weights and proportions of 
these locomotives are given in the table. 





I.C.C. Issues Stoker Order 


Wasurincton, D. C. 
OLLOWING the recommendations of Special Ex- 
aminer Homer C. King’s proposed report which was 
abstracted in the Railway Age for September 25, 
1937, the Interstate Commerce Commission, on Decem- 
ber 30, issued an order requiring the railroads of the 
country to equip approximately 3,500 of their locomo- 
tives, used in through service, with automatic stokers. 
The 30-page report, which was written by Commissioner 
McManamy who handled the case, outlines the evidence 
presented by both the Brotherhoods and the railroads and 
comes to the conclusion that in the interest of the safety 
of both the employees and the traveling public the com- 
mission should take this step. Briefly, the reasons given 
by Commissioner McManamy for requiring the railroads 
to install automatic stokers may be summarized as fol- 
lows: Bad effects of fire box glare on the eyesight of the 
fireman, danger from fire box explosions or back fires, 
poor health caused from exposure of fireman to ex- 
tremes of temperature, fatigue induced by hand firing, 
inability of firemen to keep a proper lookout in accor- 
dance with operating rules with the resultant danger to 
employees and passengers of collisions with both trains 
and automobiles. 
The order of the commission states that the use in 
fast or heavy passenger service of hand-fired coal burn- 
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ing locomotives which weigh on driving w 160,000 
pounds or more, and the use in fast freight 
service, of hand-fired coal burning loc: which 
weigh on driving wheels 175,000 pounds causes 
unnecessary peril to life or limb, and the safety of em- 
ployees and travelers on railroads requit hat all such 
locomotives be equipped with a suitable ty f me- 
chanical stoker. The order further states that all coal 
burning locomotives of the stated weight lt on or 
after July 1, 1938, shall be equipped wi uitable 
type of mechanical stoker and such stokers shall be 
properly maintained. 

The commission will also require al! id 1 coal- 
burning locomotives of the stated weights fast or 
heavy service, built prior to July 1, 1938, t a suit- 
able type of mechanical stoker. The orde1 on to 
state that each railroad which operates | coal- 
burning locomotives of the stated weights shall file with 
the Chief Inspector of the Bureau of Locomotive In- 
spection as of July 1, 1938, a list of all hand-fired coal- 
burning locomotives of the stated weights ior to 


July 1, 1938, which will in the future be used in fast 


or heavy service on its line, and that mechanical stokers 
will be applied each 12 months period to not less than 
20 per cent of the total number so listed that all 
locomotives of the stated weights which are i se serv- 
ices on each railroad shall be so equipped be July 1, 
1943, and that such stokers shall be properly maintained. 
The commission concludes its order by saying that “for 
the present our order shall not apply to deckless loco- 
motives equipped with two cabs whic! enerally 
known as the “Mother Hubbard typ rior to 
July 1, 1938.” 

Bearing in mind the fact that it is “extremely difficult 
if not impossible to meet every operating tion or 
safety need from a single record,” Commi Mc- 
Manamy assures the railroads that “if exp: shows 


that the standards here presented are inadequate, or are 
unnecessarily burdensome, they may be brought to our 
attention for modification or amplification as the results 
of the experience may require.” He also ; ied his 
decision by saying that the order did not prohibit the 
use of hand-fired coal burning locomotives two 
firemen are used. 

Recognizing that some of the carriers are pre- 
carious financial condition, Commissioner McManamy 
states that “Our order has been so drawn limited 
as to minimize the expenditures insofar as it « fone 
without disregarding the safety of employ and 
travelers.” He further asserts that “it is apparent that 
the cost will be very much less than the amount esti- 
mated by the defendants and the benefits to | rived 
will be substantial.” The railroads, in answ the 
complaint, had estimated the cost of installation at $115, 
000,000. 

Commissioner Lee, concurring in part, as that 
stokers should be installed on freight and pa n 
gines in fast and heavy service, but objected to forcing 
the carriers to install them on locomotives us local, 
yard, and branch line service. “As it applies to the 
latter service,” he said, “I do not believe the order can 
be justified on the ground of safety. Under t! pres- 
ent financial condition, the carriers should not re- 
quired to make unnecessary expenditures.” 

Commissioner Eastman dissented from the : rity, 
saying that “The order entered herein will not be a seri- 
ous burden upon the railroads, because of the | time 
allowed for compliance and the likelihood t here 
will be compensation for much of the cost through the 


efficiency gained by the use of the automatic stokers. My 
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study of the case, however, convinces me that the report 
of the majority gives most inadequate consideration to 
the evidence presented by the defendants. I do not be- 
lieve that the order will contribute materially to the 
public safety or that it can be justified on that ground.” 
He concluded by stating that he was authorized to state 
that Chairman Miller joined in his views. Commis- 
sioners Meyer and Mahaffie did not participate. 


Soo Line Seeks 


Reorganization 
se Minneapolis, St. Paul & Sault Ste. Marie, 


which owns and operates 3,169 miles of lines in 

the United States and which is controlled by the 
Canadian Pacific through stock ownership, filed a volun- 
tary petition for reorganization under the amended bank- 
ruptcy law with the federal district court at Minneapolis, 
Minn., on December 31. Federal Judge Gunnar H. 
Nordbye will hold a hearing at Minneapolis on January 
29 on the question of the appointment of trustees. 

The action was taken following a meeting of the 
directors, who decided to apply for reorganization be- 
cause of greatly reduced earnings, increased taxes, labor 
and other costs, and heavy bond maturities in 1938. 
Among the maturities are $56,863,000 first consolidated 
4 per cent mortgage bonds due July 1, 1938, the interest 
on which is guaranteed by the Canadian Pacific; and 
$14,284,000 first consolidated 5 per cent mortgage bonds 
due on the same day, on which the Canadian Pacific 
guarantees interest on $8,136,000. In 1936 the com- 
pany was unable to pay the principal of $5,000,000 two- 
year 6 per cent secured notes which matured on August 
1, 1936, and asked for a further extension to February 
1, 1938, with a reduction in the rate of interest to 5 
per cent per annum. A similar extension to February 1, 
1938, was granted by the Reconstruction Finance Cor- 
poration on its $5,000,000 loan to the company, which 
matured on August 1, 1936. 

The underlying conditions which have brought about 
the receivership of the Soo Line are many and of long 
standing. Most important is the continued failure of 
crops, which has reduced shipments of agricultural prod- 
ucts outbound and of manufactured products in. The 
territory served by this railroad has not had a normal 
crop for seven years. As a result, revenues from agri- 
cultural commodities amounted to only 14 per cent of 
the total revenues in 1936 as compared with 30 per cent 
in 1921. Another factor affecting Soo Line revenues 
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adversely was the change in international tariff prac- 
tices which made it necessary to discontinue handling 
grain enroute from Western Canada to Eastern Canadian 
ports for export over the Soo Line. As a result of 
these and other factors, the amount of grain handled 
by the Soo declined from 83,500,000 bushels in 1915 
to about 6,000,000 bushels in 1936. 

In efforts to reduce expenses, the Soo has been par- 
ticularly active in developing arrangements for the pool- 
ing of facilities and traffic with other railroads. It has 
participated with the Great Northern and the Northern 
Pacific in the pooling of passenger traffic between the 
Twin Cities and Duluth-Superior. It has also pooled 
its passenger traffic between Chicago and Duluth-Su- 
perior with the Chicago & North Western. Similarly, 
it has joined with the Northern Pacific in hauling ore 
from the Cuyuna range to the docks at Superior, Wis. 

In spite of these and other efforts to reduce expenses 
commensurate with the decline in traffic, the railroad 
earned a deficit of $4,349,833 during the first 10 months 


of 1937, as compared with a deficit of $4,613,147 in the 


first 10 months of 1936. In 1936 railway operating 
revenues amounted to $14,109,840, while railway operat- 
ing expenses amounted to $12,119,152. As a result, 
only $702,583 was available for interest in 1936, while 
fixed charges totaled $6,264,435, with the result that 
there was a net deficit of $5,561,852. Its debit balance 
on December 31, 1936 reached $20,246,283 

The Soo Line was incorporated on June 11, 1888, as 
a consolidation and merger of the Minneapolis, Sault Ste. 
Marie & Atlantic Railway, the Minneapolis & St. Croix 


Railway, the Minneapolis & Pacific Railway and the 
Aberdeen, Bismark & Northwestern. On April 1, 1909, 
it acquired 51 per cent of the outstanding common stock 
of the Wisconsin Central, which it has since operated. 


The Wisconsin Central was placed in volu receiver- 
ship on December 2, 1932. 

The general balance sheet as of December 31, 1936, 
showed total assets of $170,202,260. The total funded 


debt at that time amounted to $104,173,182, on which the 
interest requirements totaled $4,794,847. The stock out- 
standing consists of $25,206,800 of comn and $12,- 
603,400 of 7 per cent non-cumulative preferred, of which 
the Canadian Pacific, on December 31, 1936, owned $12,- 
723,500 of common and $7,000,000 of preferred stock. 
On July 13, 1928, the Interstate Commerce Commission 
placed a final valuation on the property and assets of the 
company owned and used for transportation purposes of 
$104,910,000 as of June 30, 1916. The commission, in 
its plan for consolidating the railroads into a limited 
number of systems, as announced on December 9, 1929, 
assigned the Soo Line to the Canadian Pacific System. 


The MS.P. & _ S5.S.M. 
and Connecting Lines 
Over Which It Operates 














Brooke Elected to 
C. & O. Presidency 


Executive vice-president of C. & O. 
and affiliate roads succeeds the 


late W. J. Harahan as chief 


EORGE D. BROOKE, executive vice-president of 
G the Chesapeake & Ohio, the New York, Chicago 

& St. Louis (Nickel Plate) and the Pere Mar- 
quette, was elected president and a director of the 
C. & O., at a meeting of the board of directors at Cleve- 
land, Ohio; on December 29. In this position Mr. 
Brooke succeeds the late William J. Harahan, president 
of the C. & O., the Nickel Plate and P. M., whose death 
on December 14 was mentioned in the Railway Age of 
December 18. At the time of going to press the direc- 
tors of the Nickel Plate and the Pere Marquette had not 
yet met to consider the question of selecting a successor 
to Mr. Harahan on each of these lines, although it is 
expected that Mr. Brooke will also be chosen to head 
both of these properties. 

With a_record of 35 years of railroad service, Mr. 
Brooke, like so many of his contemporaries, has followed 
the route to the top which begins in the engineering de- 
partment, courses upward through various operating 
positions and thence enters the executive department. 
Obtaining his early experience on the Baltimore & Ohio, 
he began his association with the C. & O. in 1924 and for 
more than 10 years (1926-37), first as general manager 
and later as vice-president and general manager, he di- 
rected its operating policies. 

During these years Mr. Brooke established an enviable 
record as a railroad operator, his ability in this regard 
being reflected in the basic statistics of the road. Under 
his skillful direction, the operating ratio of the C. & O., 
in spite of wide swings in the volume of traffic carried, 
pursued a steady and practically unbroken downward 
course from 67.9 in 1926 to the unusually low figure of 
51.7 in 1936. Other indices show corresponding trends. 
The average revenue train load increased from 1,335 tons 
in 1926 to 1,983 tons in 1936, while the earnings per 
freight train mile advanced from $8.037 to $12.126 over 
the same period. 
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Thus, while the C. & O. has undoubtedly been red 
by its strategic position as a high-traffi ns ar- 
rier, efficient management has unquestion: en a 
large factor in enabling it to pass throug 


without reducing the dividend rate on w mi tock 
In fact, the dividend rate of $2.50 a shai par 
value) which had prevailed since 1927, was increased 
to $2.80 in 1933 and has been maintained since, with 
extra and special dividends being paid in 193 37, 
respectively. 


Not only has Mr. Brooke been qualified as ad 
executive by virtue of his record as an operat heer, 
but he has received training in the broader aspects of 
railroad administration through 


close LSS 


two of his predecessors on the C. & O., namely, Mr 
Harahan and the late John J. Bernet | ly 
known for the combination of able ed 
leadership. 

Of a quiet and unassuming nature, M: e is 
possessed of a keenly analytical mind whi s] ned 
as it has been by his training and experienc n- 
gineer, is eminently qualified to deal with t! plex 


administrative problems that await him i1 
He has, moreover, exhibited an unusual , 
dealing with the employees, and by impres em 
with his desire to be fair he has shown a mark: tude 
for getting them to see his point of view 

Coming as it has at a time when the C. & O 
system in the so-called Van Sweringen grou is oc- 
cupying the center of the stage in a series of mentous 
changes affecting the system in its entirety, Mr. Brooke's 
election to, the presidency has more than ord 


cance. Thus the last three years have seen th O. 
deprived of two presidents by death, have se le- 
mise, less than a year apart, of the two Van Sy 


brothers, have seen key holding companies i 
(Continued on page 126) 








Se ae 





Annual Report of the I.C.C. 


Warns railroads against seeking salvation through rate 
increases alone—Recommends legislation and 
presents usual review of regulatory activities 


HE fifty-first annual report of the Interstate Com- 
merce Commission, submitted to Congress on Jan- 
uary 3, is a 177-page document covering in the 

usual form the regulatory body’s activities during the 
period from November 1, 1936, to October 31, 1937, and 
setting forth general observations on conditions in the 
transport field. As in past years, several legislative 
recommendations are included, some of them carried for- 
ward from previous reports. 


Legislative Recommendations 


After leaving for later special consideration its views 
with respect to Motor Carrier Act amendments and 
regulation of freight forwarders, the commission recom- 
mends : 

1. Enactment of a new law for comprehensive regula- 
tion of interstate air transportation. 

2. That its previous recommendations looking to the 
regulation of common and contract water carriers be fol- 
lowed. 

3. That the foregoing include appropriate legislation 
for the regulation of wharfingers. 

4. That non-carrier railroad subsidiaries be brought 
within I.C.C. jurisdiction. 

5. That the fourth section be amended by eliminating 
the so-called equi-distant clause, but not otherwise. 

6. That section 15 (1) and (3) of Part I be amended 
“to enable us to prescribe minimum as well as maximum 
joint rail-water rates.” 

7. That section 15 (4) be amended so as to permit the 
establishment of through routes regardless of the “short- 
hauling” of any carrier. 

8. That Congress further consider the situation of 
steam railroads under the Revenue Act of 1936, “for the 
reasons stated in our report for 1936 under the heading 
‘Sinking Funds and Other Reserve Funds.’” 

9. That Congress legislate to cover completely the 
standard time zone field. 

10. That section 20 of the Interstate Commerce Act 
be amended so as to require carriers and their owners 
to furnish “correct” as well as “specific” answers to 
questions upon which the commission may need informa- 
tion. 

11. That the commission be exempt from the amended 
provisions of section 11 of the Federal Register Act. 

12. That amendments be adopted as discussed in the 
1935 report regarding exemption from I.C.C. jurisdic- 
tion of street, suburban and interurban electric railways. 

Before getting into its review of the work of Various 
I.C.C. bureaus the report makes its general observations 
on various matters, including railway rate increases. 
Comment in the latter connection follows upon an asser- 
tion that it is not to be taken as indicating any attitude 
in regard to the pending Ex Parte 123 case on which 
the commission has “an entirely open mind.” 

Continuing the report says that it will be generally 
agreed “not only that the railroads are constitutionally 
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entitled to an opportunity to earn a reasonable return 
on the fair value of their carrier properties, but also that 
it is imperative that they be able, in general, to earn 
such a return under what may be called normal condi- 
tions, if the system of private ownership of railroads 
is to function at all satisfactorily. It will also be agreed, 
although perhaps not so generally, that if a reasonable 
return cannot be earned in times of depression, the rail- 
roads should have a somewhat corresponding opportunity 
to earn more than a reasonable return in times of pros- 
perity, so that the average may be fair.” 


Rate Boost No Ever-Ready Remedy 


Yet, the commission goes on to complain, many jump 
from these propositions to the conclusion that “to make 
them effective all that is needed is for the railroads to 
propose and for us to approve rates, fares and charges 
on an adequate level.” And although this idea “appears 
to have found root and to flourish in the minds of many 
owners of railroad securities and others who are not so 
well informed,” those who are “most closely in touch 
with the practical aspects of the situation, like the active 
traffic officers of the railroads and of the large shipping 
industries, know that the problem is not so easily solved.” 

There follows discussions of competition in transpor- 
tation, of the railroads’ failure to hold their pre-1929 
share of the total traffic, and of the post-1929 decline in 
the average revenue per net ton-mile—all leading to the 
observation that “No competitive industry can work out 
its salvation through a price-increasing policy alone, and 
the railroad industry is now, to a very considerable extent 
in that class.” While it is conceded that price increases 
are “at times necessary,” it is nevertheless asserted that 
“the vital thing in competition is to increase the salability 
of the product and reduce its cost.” Also, it is pointed 
out that aside from the competition of other agencies, a 
high level of transportation charges prompts large ship- 
pers “to reduce im every practical way the amount of 
transportation used.” And the commission has had 
“plenty of evidence that this has actually happened on a 
very considerable scale, through the establishment of 
branch factories and warehouses, economies in the use 
of fuel and other raw materials, and the like.” 


Sees “Manifest Need for Caution” 


The commission conceives it to be no part of its duty 
“to interfere with management in the fixing of rates 
when the question is only one of what is wise or unwise 
in the exercise of sound business judgment” ; but it feels 
that conditions are now such that “there is a manifest 
need for caution in the increase of railroad rates, fares 
and charges, quite apart from the question of whether 
the increases will be lawful or unlawful.” Also, it be- 
lieves that “in the exercise of sound business judgment 
there is like manifest need for doing everything that can 
be done to make railroad service attractive to the public 
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and to improve earnings through reduction of operating 
costs.” 

In the latter connection it is conceded that the rail- 
roads have done much in recent years; but it “is not clear 
that they have done all that can be done.” Here are re- 
called previous comments by the commission on co-ordi- 
nation of facilities and the activities: of the’ Federal Co- 
ordinator of Transportation—‘an important reason” for 
permitting the expiration of which office was the creation 
of the Association of American Railroads, “with the 
object among others of bringing about these economies 
through voluntary action.” Yet, the report adds, “if 
there have been. important accomplishments by the as- 
sociation along these lines, they have not been brought 
to our attention.”’ 

In its discussion of the traffic and earnings of trans- 
port agencies the report reviews briefly the trend of 
railway traffic and earnings, pointing out how freight 
ton-miles for the 12 months ended with July, 1937, were 
9.1 per cent under the 1923-25 average and 17.7 per cent 
under the 1929 total. Also, if 1936 railway tonnage is 
compared with what it would have been had. it advanced 
stnce 1923 in the same proportion as the nation’s ece- 
nomic productivity, “a deficiency of nearly 200 million 
tons in railway freight traffic appears, to be accounted for 
partly by diversion to other transport agencies, partly 
by other economic changes, and to some extent possibly 
by imperfections in the various indices of production or 
in the statistics of commodities carried.” 

The freight revenue shows a trend somewhat similar 
to that for ton-miles, “but less favorable because the 
course of the ton-mile revenue has been generally down- 
ward from 1923 to the present time.” The latter is said 
to have come about in the main from decreases im rates 
“partly by our orders but in large part by the voluntary 
action of the carriers.” Passenger traffic has increased 
“with mdustrial recovery and a low fare policy”—for the 
first seven months of 1937 the number of passenger miles 
was 15.9 per cent above that for the corresponding 1936 
period. The total passenger revenue has also increased 
since 1933, “notwithstanding the drastie reductions in 
fares.” In 1936 compared with 1935, the net revenue 
of the freight service increased and the net revenue of 
the passenger service decreased, “indicating a greater 
adv2uce in revenues than in expenses in both services.” 


No Opinion on Wage Levels 


In referring to recent advances in wages, the commis- 
sion expressed no opinion “as to the adequacy or inade- 
quacy of the earnings of the employees,” but it did ob- 
serve that “such wage increases can presumably be met 
only in part by economizing in the use of labor.” Rail- 
way financial returns of recent months are given as re- 
flecting some of the effects of wage increases as well 
as the recession in business. Next come the discussions 
of railway taxes, employment and net income after fixed 
charges. A table of 1936 gross and net earnings of 
carriers, other than motor carriers, reporting to the com- 
mission shows that at the time “the upturn in operating 
revenues for steam railways was greater than for any 
other class in the table.” Figures for motor carriers 
were absent because these have not yet been required to 
file annual earnings reports. The commission, however, 
calls attention to the fact that metor vehicle registrations 
were higher in 1936 than in 1935 by 7.1 per cent for 
passenger cars and 10.3 per cent for trucks; that monthly 
consumption of gasoline was 10.3 per cent greater in the 
first six months of 1937 than in the corresponding 1936 
period. 

After a brief account of the commission’s Fiftieth 
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Anniversary celebration which was held 1937, 
the report proceeds through the above-ment | discus- 
sion of railroad rate increases to brief comment on obso- 
lete railroad plant, the effect on non-competit rates of 
rate wars in the transport field, recent eadjust- 
ments rate and drought and flood relief : In the 
latter connection mention is made of recent legislation 
relieving carriers of charges of discriminat rowing 
out of their action in according such rel only 
to distressed areas and persons as defi lers of 
the commission. 

Free Travel Warrants Study 

Information received in the first two terly 
reports om passes and free tickets, whi team 
railroads were required to file in 1937, mak vious 
to the commission that “the amount of ved 
in free railway travel is sufficient to wa ireful 
study by the managements.” ‘The returns the 
reporting railroads during the first six mont 1937 
carried free 3,204,968 persons other than employees of 
the reporting carrier. This service involved tal of 
601 million passenger-miles with an estimat 1e of 
$11,333,734. The latter is 5.36 per cent actual 
passenger revenue of the six months perio cer- 
tain individual railroads the value of free t1 tion 
reported was “over 10 per cent’ of the act nue 


from their revenue passengers. “It is not e in- 


ferred,” says the report, “that by discontinu free 
passes. to persons other than their own emp! rail- 
ways as a whole could secure additional revenue equal 
to that given above. . However, the net effect on 
individual railways would vary since some are now gtv- 
ing more free service to other railways than they re- 
ceive.” 

Further special attention is given in the rej the 
co-operation of federal and state commissions, the pend- 
ing freight forwarding investigation, abandoned mileage 
and investigations by the commission. During the year 
ended October 31, 1937, the commission 116 


abandonment applicaticns involving 265.98 miles 
line and 723.075 miles of branch line of Class I roads 


and 558.315 miles of short lines. Of the latter 335.8 
miles constituted the entire lines of the applicants. 
Among the listing of its 1936-37 reports on investiga- 
tions, the commission devotes considerable space to that 
on the New York, New Haven & Hartford, w! be- 


came the vehicle for its recommendation that non-carrier 
railroad subsidiaries be brought within its 
Im discussing the latter among its legislative 
dations, the commission goes on to comment bi: on 
holding companies in connection with whic! 
from making any suggestions pending recomm tions 
which may come from the Senate interstate commerce 
committee’s investigation of railroad finances 
Discussing its recommendation for legislativ equit 

ing carriers and their owners to furnish ‘correct’ as well 
as “specific” mformation, the commission argu the 
proposed amendment by citing such instances as the 
Pittsburgh & West Virginia’s alleged failure 1 isclose 
that it was controlled by the Pennroad Corporation and 
the “Special Deposit” device used by former Van Swer- 
ingen lines to record investments in unnamed properties. 


Wheeler Still Using I.C.C. Employees 


Senator Wheeler’s imvestigation of railway finances 
still engages the services of a number of Bureau \ 
counts accountants, the maximum number thus employe: 
during the 12 months beginning November 1, 193 
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56, and the average during the period being 37. The 
Wheeler probe, the commission feels, has shown “the 
need for equipping the commission with broader powers 
in investigation of financial practices and also with a 
larger staff of accountants.” Inadequate appropriations 
for the work of the Bureau of Accounts has forced the 
transfer of field men to the depreciation section, thus 
“further reducing a field force already undermanned.” 
During the year “much progress has been made in revis- 
ing the accounting regulations for steam railroads, sleep- 
ing car companies, express companies and carriers by 
water.” 

Actual issue of $664,460,635 of securities was author- 
ized during the period under review, a large part of which 
was to meet maturities or to exchange for existing obli- 
gations. Thus the additional capitalization resulting from 
the various authorizations amounts to $441 ,602,882, plus 
809,450 shares of common stock without par value. 
Equipment trust certificates account for $184,337,000 of 
this amount. The report notes that during the period 
under review the market for railroad securities was not 
as favorable as during the period covered by the previous 
report. Yet, it adds that “some railroads which had 
securities that could be called for redemption were able 
to refinance and to market their securities, bearing lower 
rates of interest on advantageous terms to them.” Since 
the previous report the commission approved Reconstruc- 
tion Finance Corporation Loans aggregating $20,098,- 
805. Also, five additional proceedings for reorganiza- 
tion under section 77 of the bankruptcy act were 
launched; seventeen plans of reorganization have been 
filed since the 1935-36 report. 

A total of 679 hearings were conducted in the period 
covered by the report on matters passing through the 
Sureau of Formal Cases. These involved 110,503 pages 
of testimony and compared with 725 hearings and 136,- 
780 pages of testimony during the previous year. The 
Bureau of Inquiry conducted more than 200 investiga- 
tions while the Bureau of Law gave its attention to 64 
court cases involving commission orders or require- 
ments. Activities of the Bureau of Locomotive Inspec- 
tion and the Bureau of Safety, high-lighted in the re- 
port, will be covered in later reviews of their separate 
reports. 


Bureau of Motor Carriers 


The commission devotes about 18 pages to the Bureau 
of Motor Carriers, opening with a discussion of the gen- 
eral progress of administration. The Bureau’s “most 
pressing task” continues to be that of disposing of 
“grandfather-clause” applications; and the commission 
hopes shortly to announce “other procedures which will 
further lessen the delay which has occurred in dispos- 
ing of these applications.” A total of 78,819 “grand- 
father-clause” applications were filed on or before Feb- 
ruary 12, 1936. Only 1,088 certificates or permits had 
been issued at the time of the report’s preparation, al- 
though orders had been drawn granting certificates or 
permits in 4,480 cases and denying them in 2,878 others ; 
51,265 applications await field reports. 

Discussions are included of the Bureau’s work in 
connection with motor carrier tariffs; motor carrier 
safety regulations in which connection the co-operation 
of state authorities is acknowledged; and of leading 
motor carrier decisions of the year. Also, requirements 
for insurance or other security for the protection of the 
public. During the year under review the Bureau’s Sec- 
tion of Traffic received 63,516 tariff publications of com- 
mon carriers of passengers and property and 2,053 sched- 
ules and 16,202 copies of written contracts and memo- 
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randa of oral contracts of contract carriers of property. 
Of the total 3,896 were rejected or returned as not being 
in accord with provisions of the act. 

The Bureau’s Section of Law and Enforcement has 
continued its policy of making every effort to secure 
voluntary compliance with the act, but it did secure 38 
convictions in criminal cases and the entry of appropriate 
decrees in 14 civil cases. During the seven months ended 
October 31, 1937, the Section of Safety received motor 
carrier accident reports involving 3,878 injuries and 483 
fatalities. 


Motor Bureau Funds Still Inadequate 


Development of the Bureau’s field organization has 
been retarded by lack of funds, the commission having 
received thus far only $2,450,000 for motor carrier work 
in the fiscal year 1938, it requested an appropriation of 
$3,259,530. The field organization now has a total of 
53 offices and six more are planned. One of the prin- 
cipal functions of the field staff at present “is to ex- 
plain to carriers and shippers the provisions of the law 
and of our rules and regulations issued thereunder.” 
During the year the field staff addressed 350 groups, 
totaling approximately 15,000 persons; held 156,180 in- 
terviews with individuals; and wrote 166,260 letters. 
Many other activities “in which the field staff should en- 
gage” have been postponed “because of the primary 
necessity of determining the rights of grandfather ap- 
plicants.” 

Summing up this section the commission says that 
experience with motor carrier regulation “has demon- 
strated that our estimates of what was needed for the 
proper administration of the act were conservative.” It 
goes on to cite adverse effects on enforcement of reduced 
appropriations, and states that it will be unable, unless 
it receives additional funds, to undertake the work of 
investigating the need for safety regulations for private 
carriers. 


Railroads Did “Excellent Work” on Grain Movement 


The report’s discussion of Bureau of Service activi- 
ties pays tribute to the railroads and the Association of 
American Railroads “for the excellent work done in as- 
sembling cars in advance of the harvest, and in getting 
them back to loading points when released at terminals.” 
Reference is made to the suspension of the average per 
diem plan for which “no reason was given”; but “it is 
probable that the urgent necessity for the return of box 
cars to home lines for grain and other seasonal loading 
was a controlling one.” Between November 1, 1936, and 
October 31, 1937, surplus freight cars increased from 
115,255 to 123,065 or 6.8 per cent. In the same period 
freight car ownership declined from 1,762,039 to 1,732,- 
147; new units added totaled 67,783. The number of 
tank cars of fusion-welded construction approved for 
test purposes is now 367, and additional applications are 
under consideration. 

The Bureau of statistics prepared the 50-year review 
of I.C.C. activities which is now being printed. An “im- 
portant and growing” phase of this Bureau’s work is 
the analysis of testimony and exhibits relating to the 
cost of transportation service. “This increased demand 
for cost data,” the report says, “is in large part the re- 
sult of keener competition between the railways and 
other means of transport.” Rate adjustments passing 


through the Bureau of Traffic were protested in 428 in- 
stances during the year; suspensions were granted in 
163 cases and refused in 180 while 85 were otherwise dis- 
posed of. The year produced 544 fourth-section orders, 
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55 of which were denial orders. The Bureau of Valua- 
tion was engaged during the year “principally in meeting 
requests for valuation exhibits and analyses to be filed in 
proceedings for the reorganization of railroads . . . and 
in the valuation of pipe lines.” Because of a further 
reduction in its appropriation this B:‘reau’s staff was re- 
duced from 243 employees on November 1, 1936, to 212 
on November 1, 1937. 

During the first session of the present Congress, from 
January 5, 1937, to August 21, 1937, the commission’s 
legislative committee submitted to Congress 85 reports 
on bills or resolutions; also, members of the committee 
testified on several occasions before Congressional com- 
mittees., 


37,992,928 Cars 
Loaded in 1937 , oe 


REIGHT traffic on the railroads of the United 
FE’ States was greater in 1937 than in any year since 

1931, according to the Association of American 
Railroads. Complete reports for the year showed that 
37,992,928 cars were loaded with revenue freight in 
1937. This was an increase of 1,930,253 cars or 5.4 per 
cent as compared with 1936, but a decrease of 7,885,046 
cars or 17.2 per cent as compared with 1930, 


Total loadings by commodities in 1937 compared with 
1936 follow : 





Per Cent 

1937 1936 Increase 
Grain and grain products 1,809,515 1,804,088 3 

a ae 725,207 758,472 4.4 dec. 
Mae 6,996,154 6,952,647 .6 
See xe wsaeaek + 516,767 479,003 7.9 
Forest products ... 1,844,900 1,678,769 9.9 
RARE ORS , 2,208,530 1,618,761 36.4 
Merchandise, L. C. I 8,478,299 8,267,056 2.6 
Miscellaneous ....... 15,413,556 14,503,879 6.3 
TI. chine va tees i vice aes ae 37,992,928 36,062,675 5.4 


Revenue freight car loading for the week ended De- 
cember 25 totaled 460,367 cars, a decrease of 142,925 
cars or 23.7 per cent under the preceding week due to 
the Christmas holiday, a decrease of 102,211 cars or 18.2 
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week in 1930. All commodity classification de- 
creases under the preceding week, and all c odity 
classifications except grain showed decreases under last 
year. The summary, as compiled by Service 
Division, Association of American Rail: llows 

Revenue Freight Car Loading 
For Week Ended Saturd De 
Districts 
ES ER BO Sa eee ; 8 7 11,69¢ 
PE ah Sebati patawsnoiane 82,37 
CEES Se eee 68 1 
EE Sis hiciscackwaee 71 6 
IN Ka o-5 oo aisle 4 ete x 254 
Ce PIETR  o oic ee ciswaccse 519 693 
IIE 0s ors winks a 'eibinlen sae. 0 6 0 41,543 760 
Total Western Districts ..... 7 
CO ee 4¢ &8 
Commodities 
Grain and Grain Products ...... 27,9 44 
ES eee 55 7 
CR Manca cc emean de Gy pend Se 1,437 2 574 
CR aa iba pidge 's s.1 00d benens 4.912 4 8,560 
Forest Products .......02ss0. ‘ 20,601 7 067 
Mh EUs ata a Wale ew kage s-0 6 6,960 465 
Merchandise L.C.L. ...... 19,51 3 
ee 69,45 8 
SI ois oy ence’ cide sas 4¢ 7 688 
EE in i 5 ogame nee 4 é 292 66 
C= BE big sé<ceccees 22,13 650 
NS |S eee: = 518 
SG ae eae 878 
Cumulative Total, 52 Weeks 4 
Car Loading in Canada 
Car loadings in Canada for the week e1 er 


? 


5 totaled 39,188, as compared with 47,691 e pre 


vious week, and 48,279 for the comparabl 136 
(which did not include the Christmas hol: . 
ing to the weekly statement of the Domini 1 of 


Statistics. 


Total for Canada: 
December 25, 
December 18, 
December 11, 
December 19, 


1937 

1937 

1937 
1936 


Cumulative Totals for Canada: 












per cent below the corresponding week in 1936 and a December 25, 1937 .......... bp 
‘ "2 Qt ..- 5 7 7 as : December 19, 1936 .......... 442,248 
decrease of 75,925 cars or 14.2 per cent below the same December 21, 1935 .......... 2'321.14 

REVENUE FREISHT CAR LOADINGS sal 

Jan, Feb. Mar. Apr. May Jun. Jul. Aug. Sep. Oct. Nov Dec | 

29 6 2330 © 13 2727 © 132027 3 10 17 24 | 8 «15 22295 1219 2% 3 10 17 2431 7 4228 4 1252 9 623WE 20 27 4 It | 


900 


@ 
fo] 
o 


Thousand Cars 
3 
oO 


2 
fo} 
oO 


500 


400 








- 


Thousand Cars 












Single-Track 


Pennsylvania expedites traffic through 
bottle neck between two ends of 
double track on Renovo division 


control for the control of switches and signals at 

each end of 4.5 miles of single track between 
Huntley, Pa., and Sterling Run, on the Renovo division, 
which is a part of a through route from Harrisburg, Pa., 
northwest via Williamsport, Pa., to Buffalo, N. Y., and 
Rochester, as well as to Erie, Pa. The section of this 
line between Driftwood, Pa., and Emporium Junction 
handles 10 passenger trains and 8 scheduled freight 
trains daily. The major portion of this line is double- 
track, but owing to construction difficulties in this moun- 
tainous territory, the 4.5-mile section between Huntley 
and Sterling Run has remained single-track, thus form- 
ing a restriction to the free flow of traffic. 

Prior to the installation of C.T.C., trains were oper- 
ated under manual block, with a double-track block 5 
miles long between Driftwood and Huntley, a single- 
track block 4.5 miles long between Huntley and Sterling 
Run, and a double-track block 9 miles long from Sterling 
Run to Emporium Junction. At the block offices at the 
two ends of double track, Huntley and Sterling Run, 
the end-of-double-track switches were hand-thrown and 
semaphore signals at these locations were controlled from 
the block offices. 

The new installation includes power switch machines 
for the switches at the ends of double track at Huntley 
and Sterling Run, as well as signals for directing train 
movements at these locations. In addition, two double 
locations of automatic block signals were installed on the 


a Pennsylvania has installed centralized traffic 


Sterling Run 
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‘place of train orders, 
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Westbound Train Entering Single Track at Huniley After 
Accepting Signal 8L 


All signals are of the position-light type. Under the 
new C.T.C. arrangement, the power switch machines and 
signals at Huntley and Sterling Run, as well as the west- 
ward manual block signal at Sterling Run for the block 
westward to Emporium Junction, are all under the con- 
trol of the man m charge of the C.T.C. machine in a 
tower at Driftwood. 


Method of Train Operation 


Under the C.T.C. system, the block signals at Huntley 
and Sterling Run govern the use of blocks, their indica- 
tions superseding time-table superiority and taking the 
Controlled manual block rules 
apply between Huntley and Sterling Run for opposing 
movements. Interlocking rules apply within the home 
signal limits at both Huntley and Sterling Run. The 
switch machines are of the dual-control type that they 
may be operated by hand if necessary. Automatic block 
signal rules apply on the double track between Driftwood 
and Huntley, as well as on the single track between 
Huntley and Sterling Run for following moves. Tele- 
phones for the use of train crews are housed in shelter 
boxes near the switches at Huntley and Sterling Run. 

The time-code C.T.C. system includes a single-series 
circuit of two wires, extending from the controlling office 
to the most distant point of the controlled territory. By 
means of this line circuit, which is normally energized 
by a battery located at the office, the functions at any 
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single-track section, thus making three automatic blocks 
in the territory that was formerly one manual block. 
One double location of automatic block signals was also 
installed between Driftwood and Huntley, thus making 
two automatic blocks in this section. These automatic 
signals permit a corresponding reduction in the spacing 
between following trains and increase the track capacity. 
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Track Layout Between 


station may be selected and operated, and indications may 
be returned to the office which reflect the conditions at 
the remote points. All locking between the controled 
functions, and all standard safety features, are acc m- 
plished by local wiring at each field station. 

The control machine for the C.T.C. system is located 
on the second floor of the Driftwood block station. % !1s 
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towcr also houses an electro-mechanical machine with 6 
mecinanical levers and 12 electric levers controlling cross- 
overs and the leads to two yards and sidings at Drift- 
wood. The C.T.C. machine is placed at the right of 
the electro-mechanical machine and consists of a 15- 
station control panel, 2.5 ft. wide and 54 in. high, 
equipped with 2 switch levers, 4 signal levers of which 
2 have “call-on” buttons, 4 code buttons, 2 power-off 
indicators with power-off bell cut-outs, and the usual 
indication and control code receiving and sending indi- 
caters, control code knockdown buttons, and “OS” bell 
cut-out. The code buttons control the sending feature of 
the machine and the control levers located directly above 
them. ‘The switch and signal levers are provided with 
colored indicators. A track diagram, showing the loca- 
tion of the switches and signals, including the automatic 
signals between Huntley and Sterling Run, is etched on 
a panel on the top front of the machine. Two normally 
de-energized red track indicators are provided for each 
track section between Sterling Run and Huntley and 
for the approach track sections. 

Levers 1 and 7 control the end-of-double-track 
switches at Sterling Run and Huntley, respectively. The 
switch at Sterling Run is normally set for train move- 
ments from single track to the westward main track, 
while the switch at Huntley is normally set for move- 
ments from single track to the eastward main track. 
Lever 8 controls the three signals 8L, 8R and 8LC at 
Huntley in the usual manner. 

Lever 2 governs signals 2L, 2R, and 2RC at Sterling 
Run. With the switch reverse, the throwing of lever 2 to 
the right displays signal 2RB for eastward moves from 
the eastward main track, over the switch 1 reverse to the 
single track. With the switch normal, the throwing of 
lever 2 to the right clears signal 2RC for an eastward 
move from the normally westward track to the single 
track. With the lever to the left, signal 2LB is dis- 
played in conjunction with signal 4-6 at stop for a west- 
ward movement from the single track over the switch 
teversed to the normally eastward track. 

“Call-on” buttons are provided below signal levers 
2 and 8. The normal position of a “call-on” button is 
“in.” With the button in the normal position and the 
signal lever positioned to clear the signal, the signal will 
operate as semi-automatic stick, i.e., the lever must be 
operated to clear the signal for each succeeding train. 
When the button is pulled out and the signal lever is 
positioned to clear the signal, the signal will operate as 
semi-automatic non-stick, and the signal will display 
a stop-and-proceed aspect (“call-on”) for closing-in 
movements. The buttons must be pushed in and the 
code button operated to cancel the semi-automatic non- 
stick feature. 
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played only as a result of proper manipulation. Levers 
4 and 6 are normally to the right. Lever 4 controls the 





The Control Machine in Driftwood Tower 


permissive block aspect for westward moves to the 
westward track into manual block territory, and lever 6 
controls the clear aspect of the same signal. Semi-auto- 


- matic stick control is provided, which causes signal 


4L-6L to display a stop aspect as soon as a train enters 
track circuit 1T. An indication code is then transmitted, 
which causes the display of a red indication light to the 
right and above lever 4. Before the signal can again be 
cleared, levers 4 and 6 must be placed normal, the code 
button operated, and a stop signal code transmitted. 
When signal 4L-6L is to be cleared for the next move, a 
permissive signal code must be transmitted with levers 
4 reverse and 6 normal and with switch 1 normal. Upon 
the completion of this code, a permissive signal aspect 
is displayed and an indication code is transmitted which 
lights a yellow lamp to the left and above lever 4 and 
also a yellow lamp to the right and above lever 6. The 
red light associated with lever 4 is extinguished at this 
time. The clear signal control code may now be trans- 
mitted by moving lever 6 to the left and operating the 
code button. Upon the completion of this code, signal 
4L-6L will display the clear aspect and an indication code 
will be transmitted which will light the green lamp as- 
sociated with lever 6 and extinguish the yellow indica- 
tion lamps. A code can be transmitted at any time to 
set signal 4L-6L at stop by placing lever 4 or levers 4 
and 6 normal and operating the code button, and the 
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Driftwood and Sterling Run 


A special arrangement is included in the control of 
bloc’: signal 4L-6L, the westward manual block signal at 
Sterling Run, which governs use of the manual block 
On the westward main westward from Sterling Run to 

mporium Junction. The purpose of the special con- 
trol is to enforce a complete sequence of lever operation 
for cach train to insure that a clear signal can be dis- 


signal aspect can be changed from clear to permissive 
by placing lever 6 normal and leaving lever 4 reverse 
and transmitting a control code. 

This signal system was planned and installed by the 
signal forces of the Pennsylvania and the major items of 
equipment were furnished by the Union Switch & Signal 
Company. 











Looking North Along the 
“Daylight” Servicing Track 
at Los Angeles 


Provides Special Facilities for 
Servicing “Daylight” Trains 


Southern Pacific installations at San Francisco and Los Angeles for 
handling streamlined trains embody unusual features 


lined semi-articulated equipment on its “Day- 
light” runs between Los Angeles and San Fran- 
cisco last March the Southern Pacific was obliged to 
provide specially designed servicing facilities for the new 
equipment at both termini. There are two of these trains, 
each of which makes one daylight trip daily between 
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the two points, thus requiring that all servicing work be 
done at night. Each train consists of 12 cars, six of 
which are articulated into two-car units. 

The servicing facilities provided at each of the termini 
consist of a track of sufficient length to accommodate 
the train, in which the rails are raised 8 in. above the 
ties to provide space under the cars for inspectors and 
workmen; two wheel drop-pits to permit the removal 
and replacement of pairs of wheels; fixed and portable 
flood-lighting systems; and the necessary steam, water, 
air and electrical connections. Since the Daylight trains 
are hauled by steam power it was not necessary to pro- 
vide special facilities for servicing and repairing the loco- 
motives. 


Similar Facilities at Both Termini 


Since the inspection and servicing facilities at the two 
points are practically identical, varying only in detail 
with the requirements of the local conditions, only those 
at Los Angeles will be described here. The coach track 
at this point, which is known as track No. 9 and is 
located at the Los Angeles shops, is 1,000 ft. long. 
Throughout 900 ft. of this track each rail is elev ated 
the desired amount by a line of 8-in. by 17-in. stringets 
which are laid on the ties. From this elevation a 50-ft. 
run-off to the yard level is provided at each end of the 
track. 

To provide for disposal of the water wasted during 
the car-washing operations a creosoted timber drainage 
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box, approximately 9 in. by 10 in. in cross-section, is 
provided longitudinally along each side of the track at 
the end of the ties. In each of these boxes the bottom 
and the side farthest from the track are enclosed with 
2-in. by 10-in. timbers with tight joints, while the top 
and side next to the track are constructed with openings 
to allow the free flow of water into the box. The top 
members consist of 2-in. by 4-in. timbers placed trans- 
versely and arranged on 5-in. centers to provide open- 
ings l-in. wide, while on the track side the members 
consist of 2-in. by 6-in. timbers arranged vertically and 
also so spaced as to leave 1-in. openings between adja- 
cent pieces. 

Directly next to each drainage box on the side opposite 
the track is provided a continuous jacking block which 
consists of a line of 8-in. by 12-in. timbers laid with the 
long dimensions horizontal and with the top surfaces on 
a level with that of the ties. These timbers serve as a 
support for the jacks when it becomes necessary to re- 
move pairs of wheels. Adjacent to the jacking block 
on each side of the track is a parallel driveway, 8 ft. or 
more in width, which has a 3-in. wearing surface of 
asphaltic macadam. In addition to facilitating the move- 
ment of the various service trucks and cleaning scaffolds, 
this driveway assures that a minimum of dust will be 
raised by these movements and by those of the workmen. 


Provisions for Electric Power 


For battery-charging purposes two portable 220-volt 
a.c. motor-generator sets, each with a capacity of three 
100-amp. d.c. circuits, are provided, one being operated 
on each side of the servicing track. Outlets for the bat- 
tery-charging current are mounted 3 ft. 6 in. above the 
pavement on posts 150 ft. apart. Thus the charging of 
both sets of batteries in three cars can be carried forward 
simultaneously. 

For general lighting purposes seven 300-watt reflector 
lamps were installed on each side of the track. These 
lamps are arranged in pairs, each of which is hung from 
a cantilever arm attached to a pole; thus only one line 
of poles was needed for this purpose. To make possible 
brilliant localized illumination of the cars for purposes 
of inspection, cleaning and polishing, 20 portable 500- 
watt floodlights, each of which can be handled by one 
man, are in use. The leads for the floodlights plug into 
receptacles situated on the same posts that carry the out- 
lets for the battery-charging current. 

Power for operating electrical hand tools used in mak- 
ing minor repairs, such as drills and riveting hammers, 
is obtained by plugging the leads into the flood-light re- 
ceptacles, while current for electric welding sets may be 
obtained from the battery-charging outlets. Connections 
for steam, air and water are provided at convenient in- 
tervals along the track, the steam pipe line being elevated 
12 ft. above the ground level on posts made from sec- 
ond-hand rails. 

The two drop tables are so located that all the wheels 
of the train can be spotted over one or the other of the 
tables without disconnecting the train. These tables, 
together with their accessory facilities, are housed in 
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View of the Jacking Mechanirm in One of the Drop Pits at 
San Francisco 


timber-lined cross-pits, and are provided with removable 
wood covers. The construction of the drop pits com- 
prises one respect in which the facilities at the two ter- 


mini differ as the pits at San Francisco are lined with 
concrete. 


The Drop Tables 


With respect to their mechanical features, however, 
the drop tables at the two termini are identical. In each 
case the jacking machine consists of an hydraulic jack 
with an 11-in. piston which carries the drop table at its 
upper end. The latter consists of heavy channel beams 
carrying a casting which receives the end of the piston. 
A locking device, comprising four members that engage 
niches in the walls of the pit, is provided for holding the 
table at the proper level when it is not in use. 

The jack is mounted on a truck with four flanged 
wheels, which operates on transverse rails. When a pair 
of wheels is to be removed it is lowered a distance of 
45-in. on the drop table, or to a point where the latter 
rests on the drop-pit ‘truck, after which the piston is 
disengaged, the truck is moved laterally by hand the 
necessary distance, the jack is again engaged and the 
wheels raised to the platform level, where they are sup- 


. ported on short lengths of rails embedded in the plat- 


form until they can be removed to the wheel shop. 


Cleaning of Cars 


Aside from the physical aspects of the facilities de- 
scribed in the foregoing, the servicing of the “Daylight” 
trains is also of interest because of the methods employed 
and the organization of the forces that do the work. In 
the cleaning process, one man washes the roof, using a 
fountain-type brush (all brushes used are of this type) ; 
another cleans the trucks, using high-pressure steam 
mixed with a cleaning solution; and 12 men, working 6 
on each side, wash the sides of the car. In the latter 
operation, two men on each side, using long-handled 
brushes, wash the upper half of the car; another work- 
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man, using a short-handled brush, washes the lower half 
of the car, while the other three men dry and polish the 
car with chamois skins. Two of the dryers work on 
scaffolds, six-feet high, which can be wheeled by hand 
from car to car. Once a week the outside of the train 
is completely waxed. , 

Coincident with the cleaning of the cars on the ex- 
terior, the interiors are cleaned, and before any repair 
work is done the floors are covered with canvas to pro- 
tect them from damage. In the meantime, of course, 
necessary repairs are made and the cars are thoroughly 
serviced. When all phases of the servicing work have 
been completed the train is moved to a station track 
where it is reinspected for both mechanical defects and 
for cleanliness. 

The facilities described above were designed and con- 
structed under the supervision of W. H. Kirkbride, chief 
engineer of the Southern Pacific, to whom we are in- 
debted for the information contained in this article. 


Brooke Elected to 
C. & O. Presidency 


(Continued from page 117) 


change hands at least twice and have witnessed the in- 
auguration of efforts, under the present owners of the 
system, to “boil down” the complicated holding-company 
structure. 

But most important of all from an operating viewpoint 
is the recent decision of the Interstate Commerce Com- 
mission to allow the C. & O. to acquire direct control 
of the Nickel Plate and the Erie. While the C. & O., 
the Nickel Plate and the Pere Marquette have for sev- 
eral years been operated under a common management, 
the commission, until its recent decision, has failed to 
approve acquisition of the Erie by the C. & O., and the 
former has been operated as a separate entity. As a re- 
sult of the commission’s action the way has been 
cleared for the consummation of an important step in 
the formation of System No. 6 of the commission’s plan 
of consolidation, of which the C. & O. is the central 
unit, and can only mean a fuller measure of responsibility 
for the executive head of that unit. 
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George Doswell Brooke was born on September | 5 
1878, at Sutherlin, Va., and received his higher educati.y 
at the Virginian Military Institute, graduating with a 
degree in civil engineering in 1900. From that year uti] 
1902, he was engaged as an instructor by the Cuj-er 
Military Academy, leaving this connection to enter r.)| 
road service as a rodman on the Baltimore & Ohio. Diir- 
ing the following six years he held various positions in 
the engineering department, including those of levelmn, 
transitman, field engineer and assistant engineer. In 
1908 he was promoted to assistant division engineer at 
Pittsburgh, Pa., and in the following year he was sent 
to Baltimore, Md., as division engineer, where he re- 
mained until 1911 when he was assigned to the operat- 
ing department as an assistant engineer. 

After only a short time in the latter capacity Mr. 
Brooke was further promoted to assistant superintendent 
at Cumberland, Md., being advanced to superintendent 
at Winchester, Va., in 1912. After serving in the latter 
capacity at various points, he was assigned to the posi- 
tion of special representative in the transportation de- 
partment in 1918. Shortly thereafter Mr. Brooke joined 
the staff of the United States Railroad Administration as 
supervisor in the operating division of the Allegheny 
region, with headquarters at Philadelphia, Pa. At the 
close of the war he returned to the B. & O. as super- 
intendent of transportation at Cincinnati, Ohio. 

He first became connected with the Chesapeake & 
Ohio in 1924 as assistant to the vice-president at Rich- 
mond, Va. After two years in this capacity he was pro- 
moted to general manager with the same headquarters, 
being given also the title of vice-president in the spring 
of 1930. Three years later he was elected vice-president- 
operation and engineering of the Chesapeake & Ohio 
and the New York, Chicago & St. Louis, with headquar- 
ters at Cleveland. Early in 1937 he was elected to the 
newly-created position of executive vice-president of 
these companies and of the Pere Marquette with the same 
headquarters. In addition to his railway duties, Mr. 
Brooke has been active for many years in the affairs of 
the American Railway Engineering Association, having 
served as chairman of the Committee on Rules and Or- 
ganization from 1914 to 1916 and as chairman of the 
Committee on Economics of Railway Operation from 
1923 to 1926. During the 1930-31 term he served as 
president of the A.R.E.A. 
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All-Steel Caboose Built for 
the Chesapeake & Ohio by 
the Magor Car Corporation 
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Motor Hours Set 
by I.C.C. Rules 


Regulations permit a 60-hour 
week and daily limit of 
15 hours ‘on duty" 


Adopting generally the recommended 
findings of Examiner R. W. Snow’s pro- 
posed report, which was abstracted in the 
Railway Age of July 24, 1937, the Inter- 
state Commerce Commission, Division 5, 
has prescribed, for common and contract 
motor carriers, flexible hours-of-service 
regulations, providing as maxima a 60-hour 
week or not more than 70 hours in any 
period of eight consecutive days, with 
limits of 15 hours “on duty” and 12 hours 
“at work” in any period of 24 consecutive 
hours. Also, as recommended by the ex- 
aminer, the commission sanctions “properly 
designed and equipped sleeper cabs”; but 
it will “watch this matter closely and if we 
see any tendency on the part of the car- 
riers to use sleeper cabs where such use 
does not appear to be reasonably necessary, 
steps will be taken to place limits upon this 
practice.” The regulations further require 
every driver to keep a daily log showing his 
time on duty and at work, and other per- 
tinent information. _They become effective 
July 1. 

The regulations, which become Part V 
of the commission’s Motor Carrier Safety 
Regulations, are based on safety considera- 
tions only, the commission finding that it 
has no authority to consider economic 
factors, the unemployment situation, social 
considerations and the like. The report 
does point out, however, that the pre- 
scribed limitations on drivers’ hours are 
more strict than those now in effect in 
40 states as regards permissible weekly 
limits, and equal to or more strict than 
those in effect in 34 states as regards per- 
missible daily limits. Furthermore, atten- 
tion is called to the fact that nothing in 
the regulations, which “set only maximum 
limits in the interest of safety,” prevents 
carriers, either by agreement with their 
employees or otherwise, from establishing 
lesser hours per day or week for economic 
or social reasons. Many of the larger and 
better organized carriers, it adds, have al- 
ready Jone this. 

_Sumvaarizing the evidence in a fashion 
similar to that of Examiner Snow’s pro- 
Posed -eport, the commission states that 
the record contains little definite evidence 
as to lriver fatigue and its effect upon 
accide: :s. No data are now available to 
show : :at the average qualified driver be- 
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comes an unsafe driver at the end of any 
specific period of duty. The report finds, 
however, that hours so long as to be in- 
herently dangerous do exist to a consider- 
able extent in the trucking industry, and 
to a lesser extent in the bus industry, 
and that weekly limitation of hours is 
necessary to prevent cumulative fatigue, 
and a daily limitation to prevent undue 
fatigue in any day and to assure drivers 
a reasonable rest period each day. Both 
the weekly limitation of 60 hours and the 
maximum daily limitation of 15 hours ap- 
ply to hours “on duty” rather than “at 
work.” It is found that it is customary, 
in both the trucking and the bus industries, 
for drivers to stop at comparatively fre- 
quent intervals for rest and refreshment. 


November N.O.I. 
55.2% Under ‘36 


Rising costs and declining 
revenues cut return 
to 1.52 per cent. 


Because of higher operating expenses 
and lower revenues, the net railway operat- 
ing income of the Class I railroads in 
November, 1937, was 55.2 per cent below 
that for the same 1936 month, according 
to the Bureau of Railway Economics of 
the Association of American Railroads. 
Operating expenses were one-half of one 








CLASS I RAILROADS—UNITED STATES 


Month of November 
1937 


Total operating revenues 
Total operating expenses 
Taxes ..< 
Net railway operating income 


Operating ratio—per cent 


ee 

ee 
er) 
ee ey 


Rate of return on property investment—per cent.. 


a 


1936 1930 
o<e $318,180,377 $358,405,564 $394,261,533 
eos 249,295,347 248,174,223 295,812,115 
aaa 26,103,281 26,512,469 25,418,475 
oe 32,440,920 72,376,522 61,175,416 
oe 1.52 3.40 2.88 
one's 78.35 69.24 75.03 


Eleven Months Ended November 30 


Total operating revenues 
Total operating expenses 
Taxes 
Net railway operating income 


Rate of return on property investment—per cent.... 


Operating ratio—per cent 


ee 
eee ee ee ee 
ee 


ee 


«++ $3,865,747,780 $3,679,062,050 $4,906,580,018 
-e-  2,875,710,231  2,672,890,864  3,636,468,116 
ee 305,602,249 286,765,078 328,645,340 

eee 563,210,943 596,668,629 820,214,052 
2.31 2.45 3.38 

we 74.39 72.65 74,11 








They do not drive continuously. Such rest 
periods are reckoned as time “on duty,” 
although not “at work.” 

The maximum daily limitation of 15 
hours “on duty” and 12 hours “at work” 
was found necessary to cover the needs 
of many small individual operators who 
have comparatively long runs, cannot af- 
ford relief drivers, but do not have daily 
schedules. The flexibility provided is also 
designed to enable carriers to meet con- 
ditions beyond their control, such as de- 
lays caused by shippers or by traffic con- 
gestion. The 60-hour weekly limitation, it 
is pointed out, will make it necessary for 
those who avail themselves of the max- 
imum daily limitation to provide corre- 
spondingly long periods of rest during the 
week, 

The commission states that the new 
regulations “are only an initial step.” It 
proposes to undertake, with the coopera- 
tion of other government departments, a 
comprehensive and scientific study of the 
causes and effect of driver fatigue, if 
Congress provides necessary funds. The 
cummission is also continuing its study of 
accident reports now being filed by truck 
and bus operators subject to its jurisdic- 
tion, in which specific data as to drivers’ 
hours preceding accidents are furnished. 
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per cent greater than in November, 1936, 
but gross revenues were 11.2 per cent less. 

The November net railway operating in- 
come of the Class I roads was $32,440,920, 
which was at the annual rate of return of 
1.52 per cent; in November, 1936, their 
net was $72,376,522, or 3.40 per cent, and 
in November, 1930, it was $61,175,416, or 
2.88 per cent. 

Gross operating revenues for November, 
1937, amounted to $318,180,377 compared 
with $358,405,564 in November, 1936, and 
$394,261,533 in November, 1930. Operat- 
ing expenses totaled $249,295,347 compared 
with _ $248,174,223 in the same month in 
1936 and $295,812,115 in November, 1930. 

In the first 11 months of 1937 the net 
railway operating income of the Class I 
roads totaled $563,210,943, or 2.31 per cent; 
in the corresponding 1936 period it was 
$596,668,629 or 2.45 per cent, and in the 
first 11 months of 1930 it was $820,214,052, 
or 3.38 per cent. 

Gross for the 11 months totaled $3,865,- 
747,780 compared with $3,679,062,050 for 
the same period in 1936, and $4,906,580,018 
for the same period in 1930—an increase 
of 5.1 per cent over the former, but a drop 
of 21.2 per cent below 1930. Operating 
expenses for the 11 months amounted to 

(Continued on page 135) 
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Rail-Labor Accord 
Lauded by N.M.B. 


Labor Act's purpose achieved 
in year of serious 
strife elsewhere 


The National Mediation Board, accord- 
ing to its third annual report to Congress, 
closed the fiscal year ended June 30, 1937, 
with a net gain on its accumulated back- 
log of open cases, carrying over into the 
current year only 148 pending proceedings 
as compared with the 185 brought forward 
from the previous year ended June 30, 
1936. The 34-page document, which also 
includes the annual report of the National 
Railroad Adjustment Board, asserts that 
events during the year under review have 
made it “strikingly clear” that the pur- 
pose of the Railway Labor Act is being 
accomplished—“in a year outstanding for 
serious labor disputes resulting in plant 
shutdowns and cessations of operations, 
the railways and air lines have continued 
to serve the public without serious inter- 
ruption.” 

The Board’s activities in the recent rail- 
way wage increases are not covered in 
the report, since they fall within the cur- 
rent fiscal year. During 1936-37, a total 
of 407 cases required the’ services of the 
Board. These included the 185 carried 
over from 1935-36, and 222:new ones filed 
during the period covered by the report. 
By the end of the fiscal year the Board 
had disposed of 259 cases, leaving the 
above-mentioned carry-over of 148. Cases 
disposed of in the year ended June 30, 
1936, totaled 200. The Board’s success in 
gaining on its backlog of cases was due 
to the services of an additional mediator 
authorized by Congress. Of the 259 cases 
disposed of during 1936-37, 101 were rep- 
resentation disputes among employees and 
158 were disputes between carriers and 
their employees. 

In the former connection the Board 
was “pleased to observe that the record 
of interorganization disputes over rep- 
resentation for the fiscal year 1937 shows 
an improvement over the previous year.” 
It added, however, that “room for more 
improvement still remains, in fact, will so 
remain until labor organizations duly ac- 
credited as representatives under the Rail- 
way Labor Act compose their interorgani- 
zation representation issues in an orderly 
way among themselves.” 

The report goes on to discuss mediation 
proceedings in which connection “the ex- 
perience of the year warrants the con- 
clusion that the healthy tendencies operat- 
ing to maintain peace and harmony be- 
tween labor and management have 
continued to manifest themselves.” In 
connection with the negotiation of labor 
agreements, the Board “has been helpful 
through mediation.” Such agreements 
cover not only those between individual 
carriers and their employees, but also such 
industry-wide pacts as those covering pen- 
sions, and “firemen” on Diesel locomotives. 

“The faculty of the railroads collective- 
ly and the representatives of their em- 
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ployees to hold joint conferences and enter 
into understandings constructively dispos- 
ing of problems affecting the industry and 


. its employees as a whole,” the report ‘goes 


on, “is indicative of the steady basic im- 
provement which has been taking place in 
recent years in the attitude of railroad 
managements and railroad labor organiza- 
tions toward one another. The consum- 
mation of such nation-wide understandings 
is, in the opinion of the Naticnal Media- 
tion Board, deserving of all possible en- 
couragement and commendation. Insofar 
as other problems may arise common to 
all the railroads, regionally or nationally, 
and their employees, it is the hope of the 
Board that they may likewise be con- 
sidered in joint conference and disposed of 
(Continued on page 135) 





January 8, 1538 


$17,194,927 Ne: 
for October '37 


Compares with $46,585,462 
in previous years—10-months 
net above 1936 


Class I railroads had a net income, after 
fixed charges and other deductions, of 
$17,194,927 in October, 1937, as compared 
with an October, 1936, net income of $46,- 
585,462, according to the Interstate Com- 
merce Commission’s monthly compilation 
of selected income and balance sheet items. 
The net income for the first 10 months 
of last year was $97,539,623 as compared 











SELECTED INCOME AND BALANCE-SHEET ITEMS OF CLASS I STEAM RAILWAYS 





Compiled from 135 Reports (Form IBS) Representing 141 Steam Railways 
TOTALS FOR THE UNITED STATES (ALL REGIONS) 


For the month of October 
1937 1936 


For the ten months of 


Income Items 1937 1936 
$60,747,446 $89,809,373 1. Net railway operating income...... $530,770,021 $524,292,105 
10,369,096 11,510,391 DG FE, acti ccctacieccenaces 112,432,173 119,634,438 
71,116,542 101,319,764 3. lee 643,202,194 643,926,543 

1,663,077 1,754,088 4. Miscellaneous deductions from income 16,881,770 16,891,399 
69,453,465 99,565,676 5. _ Income available for fixed charges 626,320,424 627,035,144 
6. Fixed charges: 
10,648,931 11,230,627 6-01. Rent for leased roads ..... 110,339,807 110,897,527 
40,366,367 40,492,200 6-02. Interest deductions ........ 405,868,932 413,401,306 
223,065 237,212 6-03. Other deductions ......... 2,306,927 2,282,699 
51,238,363 51,960,039 6-04. _Total fixed charges 518,515,666 526,581,532 
18,215,102 47,605,637 7. Income after fixed charges ...... 107,804,758 100,453,612 
1,020,175 1,020,175 8. Contingent “charges ........-.-00+- 10,265,135 10,155,135 
17,194,927 46,585,462 9. DIE oc cn cecadavcenees 97,539,623 90,298,477 
16,737,621 16,199,501 10. Depreciation - (Way and _ structures 
errr 163,621,962 161,357,364 
2,799,753 3,324,161 11. Federal income taxes ............ 31,771,716 23,393,050 
12. Dividend appropriations: 
1,260,988 1,618,363 12-01. On common stock ........ 73,845,241 65,421,307 
6,231,333 1,184,779 12-02. On preferred stock ...... 20,633,432 18,413,186 


Selected Asset Items 


13. Investments in stocks, bonds, etc., other than 
companies (Total, Account 707) 


RS, Be ciacintic ti ula g hie biny 4d duce 39 ae erase new 
15. Demand loans and deposits 
16. Time drafts and deposits 
17. Special deposits 
18. Loans and bills receivable ...........:..... 
19. Traffic and car-service balances: receivable 


20. Net balance receivable from agents and conductors 


21. Miscellaneous accounts receivable 
22. Materials and supplies 
23. Interest and dividends receivable 
24. Rents receivable 


25. Other current assets 


Selected Liability Items 
27. Funded debt maturing within 6 months* 


28. Loans and bills payable+ 
29. Traffic and car-service balances payable 
30. Audited accounts and wages caval 

31. Miscellaneous accounts payable 
32. Interest “matured unpaid 

33. Dividends matured unpaid 
34. Funded debt matured unpaid 
35. Unmatured dividends declared 
36. Unmatured interest accrued 
37. Unmatured rents accrued 
38. Other current liabilities 


_ 


39. Total current liabilities (items 28 to 38) 


40. Tax liability (Account 771): 
40-01. U. 


S. Government taxes ............ 


40-02. Other than U. S. Government taxes 


@ The net income as reported includes charges 


Balance at end of October 
1937 1936 
those of affiliated 


$693,023,591 $681,844,392 





$464,197,370 $554,817,336 


ee re ee 18,564,793 19,089,247 
ere eer Tre re 39,657,491 40,350,519 
ae ere eee ee 124,512,434 109,385,885 
A ere ee 10,676,448 2,690,689 
OP cam area le Kes ewes 65,361,849 67,819,537 

eee 53,509,902 54,535,397 
oe eee ee 143,538,400 148,402,128 
eRe thine Weses Gin ae 384,376,045 294,507,835 
Caneel mebwale eae 23,716,105 30,458,567 
CeCe ben news 2,297,911 2,796,975 
GUERRA REC MEH 9,284,612 6,460,169 





$1,339,693 ,359 


$84,544,668 


$210,062,762 


$135,195,839 


$217,826,952 











Remind am eaclietiros 88,130,321 87,119,745 
i china noone oe eri 264,538,313 234,142,055 
dolls Banu das 102,760,540 109,916,669 
sci averse Sonia arora 633,047,752 516,805,535 
iidatneipodnlg midieiorerts 3,397,675 2,366,339 
panaia cau a tdledeauonicaso’ 464,198,663 478,742,803 
se a tanandig Solana qeakcalaiaes 6,363,275 1,274,268 
Sta eee 105,493,056 107,080,327 
aiitglann aieoingigacnarste.s 38,002,158 37,737,882 
Roe sheme tok temas 25,302,986 27,239,794 

a ee $1,941,297,501 $1,820,252,369 
Dalikanbore es Mdunigce Bcipar $117,074,022 $86,508,831 
Kctalyiciahnwdvaletinstci 159,515,340 156,040,238 


of $3,458,962 for October, 1937, and $33,104,616 


for the ten months of 1937, $1,562,789 for October, 1936, and $14,676,483 for the ten months of 
1936 on account of accruals for excise taxes levied under the Social Security Act of 1935; also 


includes charges and credits resulting in a net charge of $3,555,577 for 
$20,022,323 for the ten months of 1937, because of isi 
approved June 29, 1937, and repeal of the Act o 
carriers and an income tax upon their employees, and for other purposes. 


Congress.) r 
separate totals are not available. 


October, 1937, and 
rovisions of the “Carriers Taxing Act of 1937, 
August 29, 1935, levying an excise tax upon 
(Public No. 400, 74th 


The charges and credits were not handled in a uniform manner by all the carriers - 
The net income for October, 1936, includes charges of $4,576,11% 


and for the ten months of 1936 of $31,880,348 under the requirements of an Act approved August 


29, 1935, levying an excise tax upon carriers and 


other purposes. (Public No. 400, 74th Congress.) 


an income tax upon their employees, and for 


*Includes payments which will become due on account of principal of long -term debt (othe 
than that in Account 764, Funded debt matured unpaid) within six months after close of mon 


of report. pe . 
+ Includes obligations which mature not more 


than 2 years after date of issue. 
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NET INCOME OF LARGE STEAM RAILWAYS WITH ANNUAL OPERATING 
REVENUES ABOVE $25,000,000 


Net income after deprec. 
= 


Net income before deprec. 
— 





r 


Name of railway 


‘o — “ 
For the ten months of For the ten months of 
1937 1936 1937 1936 


Alton R. R. Beet t eee ee eee etter ees eeeaes * $709,828 *$1,171,072 * $412,475 * $883,226 
Atchison, Topeka & Santa Fe Ry. System§.. 6,390,393 5,361,831 15,918,365 14,814,647 
Atlantic Coast Line R. R. ........eeeeeeees 2,196,800 902,928 3,882,503 2,667,121 
Baltimore & Ohio R. R. .............. 000 573,363 1,401,058 6,600,794 7,549,872 
eC I i iccewavcctverdens 221,440 * 2'215,866 1,563,689 * °852,090 
ese BO SS ere es * 1,840,181 * 1,840,887 * 1,177,020 * 1,198,841 
Gentral R. -R. of New Jersey .....60.0.00. * 1,243,361 * 2.572.051 * 50,034 * 1,301,536 
enapecbe 1 ORIG RY ooo oo ties oecce es 29,407,270 34,416,737 36,290,957 41,454,443 
Chicago & Eastern Illinois Ry.f ........... * 620,966 * 696,985 * 109,483 * 206,033 
Chicago & North Western Ry.t ............ *12,596,549 * 9,343,560 8,429,204 5,231,716 
Chicago, Burlington & Quincy R. R. ...... 3,322,655 3,373,418 7,359,347 7,196,630 
Chicago Great Western | SS eee * 879,739 56,047 * 435,741 476,503 
Chicago, Milwaukee, St. Paul & Pacific R. R.t *11,465,482 *12,222,581 * 6,914,049 * 7,753,901 
Chicago, Rock Island & Pacific = ieee * 8,232,440 *12,341,840 * 4,832,960 * 8,780,165 
Chicago, St. Paul, Minneapolis & Omaha Ry. * 2,296,018 * 1,563,737 * 1,801,460 * 1,067,604 
Dewate & Tadeon BR. Ben viecccscsicsesces * 613,898 * 1,141,151 267,479 * 226,599 
Delaware, Lackawanna & Western R. R. ... * 257,496 * 625,891 1,835,473 1,596,728 
Denver & Rio Grande Western R. R.t ..... * 5,071,762 * 3,616,952 * 4,109,695 * 2,655,770 
Elgin, Joliet & Eastern Ry. .........-..... 1,626,701 1,198,416 2,381,268 1,946,134 
Erie R. R. (including Chicago & Erie R. R.) 1,527,033 1,674,109 4,701,285 4,913,990 
Grand Trunk Western R. R. .............. * 622,648 * 271,249 247,450 659,817 
NE eS ee eee 8,800,235 6,332,429 11,835,523 9,386,081 
ee CO ee nen wesveenton * "365.722 * 1.806.604 4,821,152 3,638,019 
I I ME BI 9 cbr ieresarwig e's: si0 6 wise * 909,260 1,112,007 964,143 3,023,198 
Se Se ee eee * 1759-612 * 721,500 * 785,919 250,030 
Lousville & Nashville R. R. ..............- 6,595,091 7,454,948 10,073,594 10,938,316 
Minneapolis, St. Paul & Sault Ste. Marie Ry. * 4,349,833 * 4,613,147 * 3,366,632 * 3,595,622 
Missouri-Kansas-Texas Lines .............. * -1,047,454°-* - 809,031 a 543515 °- 237,507 
eee a a era * 6,334,777 * 7,707,338 * 2,832,024 * 4,194,948 
New York Central a). pee ae 7,404,443 6,117,663 20,794,426 19,620,923 
New York, Chicago & St. Louis R. R. ..... 2,130,978 2,387,547 3,500,715 3,674,509 
New York, New Haven & Hartford R. R.t.. * 5,552,145 * 4,444,556 * 2,739,212 * 1,583,456 
IE SE VECMETR RY. occ r ee eine ee cin cee o's 26,845,205 26,165,420 30,854,516 29,931,650 
PENN UMCMEG MY. csiesie es cesinee sea scinns * 1,600,779 * 3,012,116 1,101,993 * 392,668 
OS SS ae ore 26,969,691 30,162,464 47,890,632 48,623,309 
nt MINE UI 36 casa eravasaio'siee 4.4.0ece's 00w 1,628,810 1,777,589 3,760,431 3,888,326 
Pittsburgh & Lake Erie R. R. ............ 3,897,632 3,758,569 5,486,671 5,258,185 
MS cl ee acdice oc Mera pie 6's oii 4os a 6,134,661 5,379,368 8,714,776 8,024,379 
St. Louis-San Francisco Ry.t ...........:0. * 5,479,366 * 5,814,232 * 2.853.711 * 3,134,196 
St. Louis Southwestern Lines$ ............ * 680,105 * 120,534 * 180,852 383,882 
ee ee re * 4,243,565 * 5,419,517 * 2,612,523 * 3,850,835 
Gowthern Ry. ..rec- Se ee er eee 1,046,996 2,500,899 3,647,172 5,207,417 
Southern Pacific Transportation System¢ 2,161,027 8,188,250 8,893,999 14,702,756 
EE A ONS oo s ware pinraiecvea euler bien 1,945,246 1,383,833 2,907,259 2,356,096 
PE EG, BE enccive pniwees eae visiwicns 12,326,712 14,144,786 17,989,416 19,531,855 
I ON ah is bg gg Svar 'oi¥ 0-6 Ss * 2,514,894 * 1,865,604 * - 728,220 * 90,391 
Yazoo & Mississippi Valley R. R. ......... 878,988 171,803 1,291,086 612,897 


+ Report of receiver or receivers. 
t Report of trustee or trustees. 


§ Includes Atchison, Topeka & Santa Fe Ry., Gulf, Colorado & Santa Fe Ry., and Panhandle 


& Santa Fe Ry. 


{Includes Boston & Albany, lessor to New York Central R. R. : 
gIncludes Southern Pacific Company, Texas & New Orleans R. R., and Leased Lines. The 


report contains the following information: 


“Income reported hereon excludes offsetting debits and 


credits for rent for leased roads and equipment, and bond interest, between companies included here- 
in; also excludes dividends received from certain separately operated solely controlled affiliated com- 
panies during period January 1, to October 31, 1937, of $170,000 for the reason that the offsetting 
charges by such companies are made against profit and Joss and therefore would not be offset in the 


net deficit of such companies. 


Operations -of all separately. operated solely controlled affiliated com- 


panies, resulted in a net deficit of $2,985,178 for the ten months ended October 31, 1937, and 
$2,875,500 for the ten months ended October 31, 1936, which is not reflected in this statement. In- 
terest on bonds of, and rental income from, separately operated solely controlled affiliated companies, 
whether earned or not, are included in this statement, in order that such income credits will offset 
income debits reflected in the net deficit of such companies mentioned hereinbefore.” 


eficit. 








with $90,298,477 for the corresponding 
1936 period. 

Seventy-two roads reported a net in- 
come for October, 1937, and 60 reported 
deficits; in October, 1936, net incomes 
were reported by 88 roads and deficits by 
44. For the first 10 months of last year 
70 roads reported a net income and 62 had 
deficits, as cofnpated respectively with 65 
and 67 in the first 10 months of 1936. 
The consolidated statement and a state- 
ment showing the net of roads having an- 
nual operating revenues above $25,000,000 
are given in the accompanying tables. 


Ex Parte 123 Hearings 


The Interstate Commerce Commission 
has made certain reassignments of its mem- 
bers who will sit at various out-of-Wash- 
ington hearings on the Ex Parte 123 rate 
Mcreas: application. No changes in the 
dates rr places of the hearings are 
involve:t, 

Commissioner Porter conducted the Janu- 
aty 6 hearing at El Paso, Tex., instead 
of Co:missioner Splawn, who was orig- 
nally »ssigned to it. At the New Orleans, 


La., hearing on January 10, Commissioner 
Caskie, who was to sit alone, will now be 
assisted by Commissioner Splawn. On the 
same day Commissioner Porter instead of 
Commissioner Aitchison will be at Los 
Angeles, Calif., while the latter will be at 
Chicago where Commissioner Porter was 
originally assigned. 


Average Per Diem Suspended 
Another Six Months 


The board of directors of the Associa- 
tion of American Railroads has suspended 
for another six months the average per 
diem plan which was in effect from May 1, 
1935, until July 1, 1937. On the latter 
date the plan was suspended until the end 
of last year which suspension is now con- 
tinued until June 30. 


Florida Special Starts 51st Season 


The Florida Special, all-Pullman pas- 
senger train operated between New York 
and Miami, Fla., by the Pennsylvania, the 
Richmond, Fredericksburg & Potomac, the 
Atlantic Coast Line, and the Florida East 
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Coast, having completed its fiftieth winter 
season of operation, commenced its second 
half-century of service on January 2 when 
it left New York at 1:15 p. m. for south 
Florida resorts. Originally called the 
“New York and Florida Special’, the train 
was one of the first “named” trains in the 
country and a pioneer in such “luxuries” 
as electric illumination and vestibules. 


Annual Dinner Traffic Club of 
Chicago 
The thirty-first annual dinner of the 


Traffic Club of Chicago will be held at 
the Palmer House on January 20. 


Pittsburgh Traffic Club to Hold 
Annual Dinner 


The thirty-seventh annual dinner of the 
Traffic Club of Pittsburgh will be held at 
the William Penn Hotel, Pittsburgh, Pa., 
on January 28. 


‘ Santa Fe Long Locomotive Run— 


A Correction 


Owing to a typographical error, the fuel 
consumption on the long steam locomotive 
run described in an article “Santa Fe Lo- 
comotive Makes Record Run” published 
in the Railway Age issue of December 25, 
page 907, was incorrectly stated to be 
90,450 gal. for the 2,227.3 miles from Los 
Angeles, Cal., to Chicago. The actual fuel 
consumption on this run was 20,450 gal. 


Western Railway Club to Meet 
January 17 


The Western Railway Club will hold a 
dinner and meeting on January 17 in the 
Hotel Sherman, Chicago. The evening’s 
program will include the reading of a 
paper entitled “Engineering Principles of 
Diesel Design’, to be presented by C. F. 
Kettering, president and general manager, 
General Motors Research Corporation. 
The reception will begin at 6 p. m. 


Florida Board to Hear Rate Petition 
January 17 


January 17 has been set by the Florida 
State Railroad Commission as the date 
for a hearing on intrastate rate increases 
which the Florida carriers seek to bring 
about conformfty with increases in inter- 
state rates granted recently by the Inter- 
state Commerce Commission in Ex Parte 
115. Hearings will be held in Jackson- 
ville, Fla. 


H. & M. Fares 


Interstate Commerce Commission hear- 
ings on the Hudson & Manhattan’s fare- 
increase proposal have been postponed from 
January 18 to February 16. The sessions 
will be held at the Hotel New Yorker in 
New York before Examiner Koch. The 
H. & M. is seeking to raise from six 
cents to 10 cents the rate between its Jer- 
sey City, N. J., stations and downtown 
Manhattan. 


Two Vacancies Exist in the I.C.C. 


The terms of Interstate Commerce Com- 
missioners Mahaffie and McManamy ex- 
pired on December 31, but they will con- 
tinue to hold office under the law until the 
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President appoints their successors. It is 
not known how soon President Roosevelt 
will send up nominations for these posts, 
but it is recalled that last year Commis- 
sioner Eastman held over for half a year 
until his reappointment. 


Railroaders Honor Retired B. & M. 
Conductor 


More than 100 members of the Order 
of Railway Conductors and officers of 
the Boston & Maine attended a dinner pre- 
sented on December 29 at the Manger 
hotel, Boston, Mass., in honor of Con- 
ductor G. C. Hammond, age 72, who has 
retired from service with the Boston & 
Maine. Mr. Hammond served for 20 
years as chairman of the B. & M. general 
committee of the Order of Railway Con- 
ductors. 


Air Traffic in November 


The 17 scheduled air lines operating in 
continental United States in November, 
1937, carried 81,654 passengers and 528,603 
Ib. of express, flying respectively 34,714,921 
passenger-miles and 334,328,899 express 
pound-miles, according to the Department 
of Commerce’s Bureau of Air Commerce. 
In November, 1936, the 21 lines then re- 
porting carried 96,019 passengers and 751,- 
890 Ib. of express, flying respectively 42,- 
890,899 passenger-miles and 432,191,030 
express pound-miles. 


Twenty-Three Extras for Rose 
Bowl Game 


Twenty-three extra trains in addition to 
seven daily trains were operated out of 
San Francisco, Calif., by the Southern 
Pacific in the four days between Decem- 
ber 28 to 31 to carry football fans to the 
game played in the Rose Bowl at Pasa- 
dena, Calif., on January 1. Returning the 
traffic required 21 extra trains and 14 
scheduled trains on January 1 and 2. Ap- 


proximately 10,000 passengers were han- 
dled. 


New Haven Grill Cars— 
A Correction 


The ceiling illumination in the N. Y., 
N. H. & H. self-service grill cars is in- 
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correctly referred to as the spot ray type 
in the last paragraph of the article de- 
scribing these cars on page 797 of the 
December 4 issue of the Railway Age. 
The ceiling fixtures in these cars are of 
the prismatic-lens type furnished by the 
Safety Car Heating and Lighting Com- 
pany. The last 100 cars built new for the 
New Haven also have lighting fixtures of 
the prismatic-lens type. 


N. Y. Bank Head Raps Rail Bonds 


New York’s superintendent of banks, 
William R. White, has suggested that “a 
large group” of railroad securities be re- 
moved from the list of those approved for 
new investments by savings banks. 

“We have,” he said, “been waiting for 
improved business conditions to restore to 
the railroads a financial stability which 
can only be accomplished by a combination 
of more profitable business and the solution 
of problems which are fundamental to the 
entire industry. The progress which has 
been made since 1932 has not been en- 
couraging. On the contrary, our experience 
indicates that the entire problem of rail 
securities as investments for savings banks 
should be reconsidered and that the exist- 
ing moratorium should be modified to pro- 
hibit new investments in a large group of 
this class of obligations.” 


S.A.L. Moves into New Norfolk 
Headquarters 


The Seaboard Air Line has effected the 
unification of its two former offices in 
Norfolk, Va., in the new Seaboard Air 
Line Railway building, creating a more 
closely-knit organization center. Altera- 
tions were under the direction of W. L. 
Darden, senior assistant engineer of the 
road. 

On the seventh floor have been located 
the offices of the co-receivers, the chief 
finance and accounting officer, the real 
estate department, the chief engineer and 
superintendent of telegraphs and signals. 
The floor below tenants the general man- 
ager, general superintendent of transporta- 
tion, general superintendent of motive 
power and the chief special agent. The 
fifth floor houses the law department and 
its library and the offices of the purchas- 
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ing department, engineer maintenan: > of 
way, superintendent of insurance and -hief 
surgeon. On the fourth floor are t! > of- 
fices of the freight and passenger  -affic 
departments, 


City of San Francisco Place<. in 
Service January 2 


The new streamliner City of San Fran- 
cisco, owned and operated jointly 'y the 
Southern Pacific, the Union Pacific and 
the Chicago & North Western, mode its 
initial run from San Francisco to Ciicago 
on January 2. Its first westbound trip 
from Chicago started on January 5. This 
new train is 1,291 ft. long and consists of 
8 sleeping cars, 1 chair car, a main diner, 
a coffee-shop diner, an observation car, a 
club car, a baggage car and 3 power cars, 
the latter containing three 1800 hp. engines, 
giving a combined total of 5400 hp. The 
train has capacity for 222 passengers, in- 
cluding 54 coach passengers and 168 Pull- 
man patrons. There are available 36 open 
sections, 8 compartments, 6 drawing rooms, 
18 roomettes, 16 bedrooms for double oc- 
cupancy and 12 bedrooms for single oc- 
cupancy. 


New Research Heads 
For A. A. R. 


J. J. Pelley, President of the Associa- 
tion of American Railroads, has announced 
the appointment of William I. Cantley as 
Mechanical Engineer, Mechanical Division, 
and G. M. Magee as Civil Engineer, En- 
gineering Division. _Both men will be in 
charge of research so far as their respec- 
tive divisions are concerned, according to 
the announcement. This work was for- 
merly under the direction of L. W. Wallace 
who, on December 1, resigned as Director 
of the Division of Engineering Research. 

Mr. Cantley’s appointment is effective on 
January 1. He has had wide engineering 
experience, having been for the past 20 
years Mechanical Engineer of the Lehigh 
Valley Railroad. He was born in Phila- 
delphia on July 19, 1883, and was educated 
in private school and at Drexel Institute. 
From 1902 to 1915 he was connected with 
the Engineering Department of the Bald- 
win Locomotive Works. and on November 
1, 1915 was appointed Assistant Mechanical 





Excellent Mediation Record Costly to Railways 





In its annual report for the last fiscal year the National 
Mediation Board sets forth a record of accomplishment of 
which it may well be proud. ... 

The mediatory machinery established under the railway 
labor act has been highly successful in improving the processes 
of collective bargaining and maintaining peace between labor 
and management. The report just released, moreover, does 
not cover the latter part of 1937, when an especially critical 
situation developed as the result of demands from all the 
railway unions for wage increases. In both cases the National 
Mediation Board intervened and secured a peaceful settle- 
ment of differences that threatened to lead to suspension of 
operation. 

The board’s record as a peacemaker,. however, has been 
maintained at a very considerable cost to the railways. They 
have, it is estimated, increased their annual wages bill by 
more than $100,000,000 as a result of the concessions granted 


—From the Washington (D. C.) Post. 


to their employes. Moreover, they have done so at a time 
when net operating revenues have been declining and other 
expenses rising. The result has been serious from a national 
viewpoint. Faced by the urgent necessity of economizing, the 
railroads have curtailed equipment orders, thereby accentuat- 
ing the declines in general business activity. They have also 
been forced to lay off large numbers of men. 

It is not the duty of the National Mediation Board to 
cope with all the multiple problems of the railroad industry. 
But it is a serious defect of our regulatory system that wage 
issues should be decided with so little governmental regard 
for their long-range effects as part of a general picture. 
Labor policies should and must be related to rate policies if 
the roads are to solve their financial difficulties. Otherwise 
wage increases which temporarily preserve industrial peace 
will in the long run prove of spurious value, and for none 
more than the recipients. 
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Engineer of the Lehigh Valley Railroad, 
being advanced to Mechanical Engineer on 
Marci 15, 1918. Since 1927 he has been 
Chairman of the Committee on Locomotive 
Const*uction of the Mechanical Division of 
the A. A. R. 

Mr. Magee is already connected with the 
A. A. R., having been appointed last August 
as Assistant Director of the Division of 
Engineering Research. Prior to his con- 
nection with the Association he was Assist- 
ant Engineer of the Kansas City Southern 
where he had wide experience in civil 
engineering. 


Cancel Wabash Improvements 


The Federal District Court at St. Louis, 
Mo., on January 4, cancelled a $3,650,000 
improvement program of the Wabash and 
suspended quarterly interest payments on 
underlying bonds and principal payments 
on equipment trust certificates to conserve 
the railway’s cash balance. The order fol- 
lowed the court’s review of a report sub- 
mitted by the receivers, which stated that 
the railroad’s apparent return to solvency 
had been interrupted by the business re- 
cession. ‘The receivers reported an esti- 
mated cash balance at the end of the year 
of $2,843,411, compared with $4,055,620 at 
the end of 1936. The court order holds 
up payment of $785,017 interest on bonds 
and $1,155,400 on trust certificates, part of 
which already is delinquent. The report 
of the receivers estimated gross revenues 
for 1937 of $46,201,047, a decrease of 
$227,215 from the 1936 revenue. 


Roads Plan Fair Building 


The progress of rail transport will be 
presented at the New York World’s Fair 
of 1939 in the largest building of the en- 
tire exposition, according to plans recently 
released by the World’s Fair Committee 
of the Eastern Presidents’ Conference, L. 
G. Coleman, director. Under the sponsor- 
ship of the 26 eastern carriers composing 
the conference, the body of American rail- 
roads, together with the railway supply 
industry and railroad organizations of par- 
ticipating foreign countries, will join for 
the first time in their history in setting up 
a unified exhibit in an international expo- 
sition. 

The whole will be housed in a gigantic 
building constructed roughly in the shape 
of an elongated S, some 1400 ft. in length, 
and covering 150,000 sq. ft. of floor space. 
The plans further call for a large dome, 
180 ft. in diameter and eight stories high, 
to be placed within the curve of the east 


RAILWAY AGE 





131 





Photo by P. A. Juley & Son 





Looking Through the Semi-Circular Peristyle at Western End of the 
Railroads’ World's Fair Building 


end of the S, and provide for a vast semi- 
circular: peristyle to form the west curve 
of the structure. At the side of the struc- 
ture there will be erected a large grand- 
stand, with capacity for 4,000 persons, from 
which can be viewed the outdoor track 
pageant and stage presentations planned as 
integral parts of the railroad program. The 
building and outdoor pageant ground to- 
gether will cover 16 acres located directly 
along one of the main avenues of the fair 
ground. 

The building will house, in the main, ex- 
hibits,—models, dioramas and pictures, both 
still and moving—which will depict in de- 
tail the growth of the railroad industry. 
These will be concentrated in the 600-ft. 


main exposition hall and are to be planned 
and set up through the co-operation of the 
individual carriers and a joint group of 
railway supply companies. Exhibits will 
be set up in other parts of the building by 


foreign roads and by various tourist and 
resort agencies. The giant dome, described 
above, will be devoted to ‘a major theme 
of the railroad program,—a tribute to 


the men who played the parts in the drama 
of. railroad progress. 

“Railroads on Parade” is the thém« 
the outdoor program, to be presented be 


fore the grandstand. In this connection a 
stage show or pageant is in preparation 
“under the baton” of Edward Hungerford, 


director of the Fair of the Iron Horse 





Photo P. A. Juley & Son 


The Dome at the East End of the Proposed Exposition Building Will Dominate the Scene 
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at Halethorpe, Md., in 1927, and the rail- 
road exhibit “Wings of a Century” at the 
Chicago World’s Fair of 1933-1934. The 
carriers will also stage a complete track 
exhibit of rolling stock. 

In a wing adjacent to the dome of the 
exposition building a complete railroad sys- 
tem in miniature will be set up to illustrate 
operating details. Space has been provided 
for over 800 persons to view the model 
system at a time. 

The exhibit building was designed by 
the architects Eggers & Higgins, successors 
of the late John R. Pope, in association 
with Raymond Loewy, a well-known de- 
signer recently engaged in the planning of 
streamlined locomotives. Gibbs & Hill are 
the consulting engineers for the project 
and the George A. Fuller Company are 
the contractors. 


Railway Fire Protection Association 
to Meet January 28 


The Railway Fire Protection Associa- 
tion will hold its January section meeting 
on January 28 at the Bureau of Explosives, 
30 Vesey street, New York. An executive 
committee meeting will begin at 10 a. m., 
to be followed by the section meeting 
proper at 10:30. 


Streamliner Operated in Two 
Sections 


For the first time in the history of rail- 
roading a streamlined train was operated 
in two sections, when the new 17-car City 
of San Francisco and its predecessor of 
12 cars were operated from San Fran- 
cisco to Chicago, by the. Southern Pacific, 
the Union Pacific and the Chicago & North 
Western on January 2-4. Because of the 
unusualness of the arrival of the two sec- 
tions at intervals of 10 minutes, preceded 
by the arrival of the City of Denver 10 
minutes before, the Chicago & North 
Western met the trains with bands. The 
two trains from San Francisco carried a 
combined passenger load of approximately 
400 persons and the City of Denver about 
100 passengers, who entered the station 
within a period of 26 minutes. Upon the 
completion of its run, ‘be 12-car train, 
which has been in service since June 14, 
1936, was sent to the shop for recondition- 
ing. 


$98,682,915 Paid Railroads 
For Carrying Mail 


Postmaster General James A. Farley, in 
his fifth annual report for the Post Office 
Department, covering the fiscal year ended 
June 30, 1937, points out that at that time 
the mails were carried under authorizations 
of the Department by 370 companies over 
194,599 miles of railroads. The annual 
mileage of regularly authorized space units 
of the several sizes for carrying mails was 
468,016,747. 

The appropriation for the fiscal year for 
inland transportation by railroad routes 
and mail-messenger service was $107,300,- 
000 which includes a deficiency appropria- 
tion of $5,300,000. The expenditures for 
the fiscal year were as follows: Mail trans- 
portation by railroads, $98,682,915; mail- 
messenger service, $6,917,011; other items 
chargeable to the appropriation, $758,398 ; 
total $105,358,324 (subject to adjustment), 
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an increase of $4,556,067 over those of the 
preceding year. 

The Postmaster General goes on to state 
that under orders of the Interstate Com- 
merce Commission the railroads are com- 
pensated for carrying the mails between 
railroad stations and between stations and 
the several post offices where so required 
by the Postmaster General on the basis of 
the cost of such service plus three per cent. 

On June 30, 1937, mails were carried by 
108 companies over 3,971 miles of electric 
railways. The appropriation for this serv- 
ice was $375,000 and the expenditures were 
$347,902. This service is authorized and 
paid for under terms of the order of the 
Interstate Commerce Commission. 


Civil Service Exam for I.C.C. 
Signal Post 


The United States Civil Service Com- 
mission has announced an open competi- 
tive examination for the position of in- 
spector of railway signaling and train con- 
trol for the Interstate Commerce Commis- 
sion, to carry an annual stipend of $3,800. 
Competitors in the examination will be 
rated 30 per cent on report writing, 40 
per cent on practical questions and 30 per 
cent on training, experience and _ fitness. 
They will be required to prepare a re- 
port covering an assumed practical situa- 
tion for which examination one day of 
seven hours and one day of four hours 
have been allotted. The question division 
of the examination will embrace problems 
of practical train and signal operation and 
Interstate Commerce Commission rules 
covering the same. Applicants must have 
had at least eight years of experience in 
signaling work and must file applications 
with the Civil Service Commission in 
Washington, D. C., not later than January 
17, if resident of the eastern states, or 


‘ January 20, if resident in the far west. 


1.C.C. Halts Motor Rate War 


The Interstate Commerce Commission, 
Division 5, in a decision made public this 
week, invoked its minimum rate powers 
under the motor carrier act to prevent a 
rate war among motor truck lines operat- 
ing in the Middle Atlantic States. The 
decision in I. & S. No. M-205, Rates Over 
Freight Forwarders, Inc., also embraces 
the commission’s Ex Parte No. MC-14 in- 
vestigation of motor carrier rates in Mid- 
dle Atlantic states. 

Specifically the order prevents Freight 
Forwarders, Inc., described as “a compara- 
tively large operator,” from undercutting 
rates published on behalf of the Middle 
Atlantic States Motor Carrier Conference, 
Inc., which has about 550 carrier members. 
The principal rates involved were those 
between so-called territory A, centering on 
New York and Philadelphia, Pa., on the 
north, and territory B, centering on Wash- 
ington, D. C., and Baltimore, Md., on the 
south. 

The decision, after reviewing the history 
of the controversy, recalled that one of the 
principal purposes of the Motor Carrier 
Act “is to bring greater stability to the 
motor carrier industry and to prevent the 
demoralization which flows from unre- 


strained and unreasonable competition.” 
“The record,” the report says in part, 
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“shows plainly that the motor carriers here 
concerned found themselves in a competi- 
tive struggle which was undermining their 
rates and depleting their revenues at a 
time when costs of operation were ising 
rapidly. Their reserves, to the extent that 
they had any, were nearing exhaustio; and 
financial ruin loomed ahead. In this situa- 
tion they sought, with our encouragement, 
to confer over their difficulties, reach some 
common understanding of their problems, 
and take definite steps to improve their 
rate and revenue conditions. Taking up 
different territories and situations one by 
one, they were successful in accomplishing 
some improvement, until they came to the 
revision of the important rates between ter- 
ritories A and B. Those attending the 
meetings reached what appeared to be a 
general agreement and the revised rates 
were accordingly published, when respond- 
ent withdrew its cooperation and sought 
instead to reduce many of the rates which 
were being revised. Other carriers took 
no part in the meetings and made no 
changes in their rates.” 

The renort closes with the assurance that 
there is no intention to “freeze” rates on 
the basis prescribed as reasonable. The 
commission believes that existing differ- 
ences of opinion between respondents “are 
quite capable of reasonable adjustment”: 
and in the event that an agreement is 
reached it is prepared at any time “to 
vacate the order in part or in whole upon 
application and a sufficient showing.” 


Club Meetings 


The Central Railway Club of Buffalo 
will hold its 49th annual dinner on Janv- 
ary. 13 in the Statler hotel, Buffalo, N. Y. 
The main feature of the evening’s pro- 
gram will be a paper entitled “Railroads 
from the Manufacturer’s Viewpoint”, to 
be presented by H. L. Andrews, vice-presi- 
dent, General Electric Company, New 
York. 

The Pacific Railway Club will hold its 
annual ladies’ night meeting on January 
13 in the Palace hotel, San Francisco, 
Cal. “Women in Railroading” has been 
chosen as the evening’s topic and will be 
discussed by various women employees of 
western railroads, including a stewardess- 
nurse of the Southern Pacific, a courier 
of the-Santa Fe and ‘a ‘head freight bill 
clerk of the Southern Pacific. 

The Northwest Car Men’s Association 
will hold its next meeting on January 13 
at the Midway Club Room, 1957 Univer- 
sity avenue, St. Paul, Minn. J. E. Mehan, 
assistant to superintendent car department, 
Chicago, Milwaukee, St. Paul & Pacific, 
will present a paper entitled “Discussion 
of Changes in New A.A.R. Rules”. 


Spearman Dies, Writer of Railroad 
Tales 


Frank H. Spearman, whose action tales 
of the railroading of another day were 
best-sellers before the war, and whose 
study of railroad .organizatiqn attracted 
attention in its time, died on December 29 
at Los Angeles, Calif., at the age of 78 
While the bulk of his works were popular 
novels of the “western” genre, they im- 
cluded two collections of railroad tales 
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under the title “Held for Orders” and 
“Nerve of Foley, and Other Railroad 
Stories.” From the former a plot was 
chosen for a photoplay in 1927 called “The 
Yellow Mail” and from the latter a picture 
calle’ “The Runaway Express” was filmed 
in. 1926. In 1904 Mr. Spearman departed 
from his usual fiction themes to turn out 
a 287-page work on the dominant person- 
alities instrumental in building up the great 
railroad organizations of the country, 
called “The Strategy of Great Railroads.” 
So warm was his admiration for the “mag- 
nates” that the contemporary reviewer of 
the Railroad Gazette (constituent paper of 
the Railway Age) was led to criticize 
Spearman for assigning to them the garb 
of “angels.” 


8.3 Per Cent Decrease in Loadings 
Estimated For First Quarter 


Freight car loadings in the first quarter 
of 1938 are expected to be about 8.3 per 
cent below actual loadings in the same 
quarter in 1937, according to estimates 
compiled and made public by the thirteen 
Shippers’ Advisory Boards. On the basis 
of these estimates, freight car loadings of 
the twenty-nine principal commodities will 
be 5,084,476 cars in the first quarter of 1938, 
compared with 5,543,299 actual car load- 
ings for the same commodities in the cor- 
responding period last year. Of the thir- 
teen Shippers’ Advisory Boards, three es- 
timate an increase and nine a decrease in 
carloadings for the first quarter of 1938 
compared with the same period in the pre- 
ceding year. One board—the Southwest— 
anticipates practically no change. The 
three boards which estimate an increase are 
the Pacific Coast, the Northwest and the 
Atlantic States. The nine boards which 
estimate a decrease are Allegheny, Pacific 
Northwest, Southeast, Great Lakes, Central 
Western, New England, Mid-West, Ohio 
Valley and Trans-Missouri-Kansas. 

The tabulation below shows the total 
loading for each district for the first 
quarter of 1937, the estimated loadings for 
the first quarter of 1938, and the percen- 
tage of decrease or increase: 


Actual Estimated 
Loadings Loadings 


; First First 
Shippers’ Quarter Quarter Per Cent 
Advisory Boards 1937 1938 Decrease 
Allegheny ....... 991,587 785,235 20.8 


Pacific Coast ... 206,304 216,243 4.8 Incr. 





Pacific Northwest 162,027 144,057 11.1 

Southwest ...... 336,428 336,289 

| 608,217 569,819 6.3 

Great Lakes 355,715 316,502 11.0 

Atlantic States 578,174 600,144 3.8 Incr 

Central Western . 203,628 201,985 8 

New England 133,118 118,180 11.2 

Northwest ...... 131,869 145,096 10.0 Incr 

Mid-West ....... 838,673 761,723 9.2 

Ohio J 703,692 608,487 13.5 

Trans-Mo.-Kans. 293,867 280,716 4.5 
ee 5,543,299 5,084,476 8.3 Dec. 


Train Bombers Sentenced 


A motion for an arrest of judgment 
made by 36 men convicted in the Illinois 
train hombing conspiracy case, claiming 
that the Sherman anti-trust act under 
which the men were convicted had been 
held unconstitutional in a number of 
courts, was denied by the district court at 
Springfield, Ill, on December 28 and the 
men were sentenced to serve four years 
each in prison and to pay fines of $20,000 
tach. The first two years of the terms 
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will be served in the federal penitentiary 
at Ft. Leavenworth while the last two 
years will be served in jail. In passing 
sentence the judge declared that the max- 
imum penalties allowed by law were in- 
sufficient punishment for the crimes com- 
mitted. The men were convicted by a 
jury on December 18 after completion of 
a 33-day trial in which 388 witnesses gave 
testimony relative to five years of inter- 
union warfare throughout the Illinois coal 
fields. Most of the convicted men were 
members of the Progressive Miners of 
America. The motion by defense counsel 
for a new trial was argued on December 
22 and was taken under advisement. De- 
fense counsel has indicated it will ask for 
a writ of supersedeas to take the case to 
the circuit court of appeals at Chicago. 
Several months will be necessary to com- 
plete the writ and secure the decision of 
the higher court. 

Twenty-one of the convicted men are 
named in a third indictment charging vio- 
lation of the new anti-racketeering act, 
which is expected to be tried in the spring. 
Conviction on this indictment carries the 
extreme penalty of 20 years. 


Increase in Grade Crossing 
Accidents 


A total of 161 persons lost their lives 
in September, 1937, as a result of accidents 
at highway-railroad grade crossings, ac- 
cording to an announcement by the Safety 
Section of the Association of American 
Railroads. This was an increase of 15 
compared with the number of fatalities in 
the preceding month of 1937 and an in- 
crease of 48 compared with September, 
1936. Persons injured in September, 
1937, totaled 422 compared with 314 
persons in August, 1937, and 383 per- 
sons in September the preceding year. Re- 
ports showed 361 accidents at highway- 
railroad grade crossings in September com- 
pared with 300 in the preceding month and 
320 in September, 1936. 

In the first nine months of 1937, there 
were 3,094 accidents at highway-railroad 
grade crossings, an increase of 291 com- 
pared with the same period of 1936. Fa- 
talities resulting from those accidents in 
the nine months’ period in 1937 totaled 
1.305, an increase of 165 compared with 
the same period one year ago, while the 
number of persons injured was an increase 
of 246, there having been 3,266 persons in- 
jured in the nine months’ period of 1936. 


Jones Hits C. & O. Failure to Aid 
Erie; Roosevelt Agrees 


President Roosevelt, at his press confer- 
ence on January 4, said that he fully con- 
curred in a statement in which Chairman 
Jesse H. Jones, of the Reconstruction Fi- 
nance Corporation, had criticized the Ches- 
apeake & Ohio for its refusal to assist the 
Erie by lending it securities to the value 
of $2,500,000 for deposit with the RFC to 
additionally secure a loan of $6,006,000. 
The Interstate Commerce Commission had 
previously approved the loan subject to 
the condition that the C. & O. either guar- 
antee payment of the Erie loan or deposit 
collateral which, taken with the Erie col- 


. lateral offered for the loan, would be ac- 


ceptable to the RFC. 
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The Erie is in need of this money to 
meet the interest on several of its bond 
issues. Due to the fact that the Erie had 
to default on its interest on January 3, the 
New York Stock Exchange suspended 
trading in several of the Erie issues. 
President Denney, of the Erie, was in 
Washington on January 4 and conferred 
with both Mr. Jones and with the Inter- 


state Commerce Commission. It was 
learned that the commission is firm in its 
refusal to modify the condition for the 


loan. 

Chairman Jones charged in his state- 
ment that “it is well known that the Chesa- 
peake & Ohio is easily able to assist the 
Erie in this small way, and its failure to 
do so brings into serious question its right 
to own control of the road.” Mr. Jones 
went on to say that, “according to pub- 
lished reports, the C. & O. has invested 
approximately $45,000,000 in the capital 
stock of the Erie, but is unwilling to lend 
it $2,500,000 or $3,000,000 in securities to 
protect its credit. This notwithstanding 
that in the 10-year period 1928 to 1937, 
inclusive, the C. & O. has paid dividends 
to its stockholders averaging more than 
$20,000,000 a year and had undistributed 
earnings in addition to these dividends, 
after all interest charges, of more than 
$10,000,000 a year during the same period.” 

Mr. Jones also said that the chairman 
of the board of the Chesapeake & Ohio, 
in a telegram to him declining to assist 
the Erie, stated that “the board regards 
that its first.and most important duty to 
the public and to its security holders is to 
maintain unimpaired the Chesapeake & 
Ohio’s resources, especially in view of the 
uncertainties of business conditions and 
their relation to the railroad situation.” 

“During 1937,” Mr. Jones asserted, 
$29,000,000 cash dividends were paid by 
the Chesapeake & Ohio, $13,000,000 of 
which was declared as late as November 
16. In addition to the cash dividends, 
$15,000,000 in four per cent preferred stock 
was declared in 1937. Probably if the 
directors of the C. & O. were as interested 
in protecting the Erie as they are the 
Alleghany Corporation, which receives a 
large part of the C. & O. dividends, their 
course might be different.” 


Santa Fe’s San Francisco-Oakland 
Bay Bridge Service 


The Interstate Commerce Commission, 
Division 5, has found that the proposed 
operation by an Atchison, Topeka & Santa 
Fe affiliate of bus service between San 
Francisco, Calif., and Emeryville, over the 
San Francisco-Oakland Bay Bridge, is that 
of a contract carrier by motor vehicle and 
is therefore subject to regulation under the 
Motor Carrier Act. This ruling has come 
about as a result of an application by both 
the Atchison, Topeka & Santa Fe and its 
wholly owned subsidiary, the Santa Fe 
Transportation Company, to perform this 
service. The commission has found that 
the performance of this service by the 
Santa Fe Transportation Company is in 
the public interest and has issued a permit 
for it. After the completion of the San 
Francisco-Oakland Bay Bridge, the Santa 
Fe desired to discontinue its ferry service 
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from Emeryville to San Francisco, but, 
not knowing whether it was under the 
jurisdiction of the Motor Carrier Act or 
not, the railroad applied for authority itself 
and also had its subsidiary, the Santa Fe 
Transportation Company, apply. The com- 
mission had decided to grant the permit 
to the latter company. 


$8,976,000 Recommended For 
1.C0.C. Work 


Appropriation of $8,976,000 for the work 
of the Interstate Commerce Commission for 
the fiscal year 1939 is recommended in the 
budget transmitted to Congress on January 
5 by the President. This figure is an in- 
crease of $1,036,500 over the appropria- 
tions for 1938. The increases are $58,500 
for signal safety systems due to the broad- 
ening by the act of August 26, 1937, of 
the provisions. of section 26 of the Trans- 
portation Act of 1920, and $1,050,000 for 
expansion of work in connection with the 
enforcement of the Motor Carrier Act; 
the decreases are $12,000 for regulating ac- 
counts and $60,000 for the valuation of the 
property of carriers. 

The breakdown of the I. C. C. estimated 
appropriations is set forth as follows: Sal- 
aries and expenses, $2,544,000; regulation 
of accounts, $840,000; safety of employees, 
$506,000; signal safety systems, $100,000; 
locomotive inspection, $471,000; valuation, 
$640,000; air mail, $200,000; motor trans- 
port regulation, $3,500,000; printing and 
binding, $175,000. 

An appropriation of $377,400 is proposed 
for the National Mediation Board, a net 
decrease of $8,365 under the 1938 appro- 
priation. For the Railroad Retirement 
Board the estimated appropriation is $120,- 
465,000, of which $118,250,000 is for the 
railroad employees retirement fund and 
$2,215,000 for expenses of the board, The 
estimates for payment of annuities in 1939 
show an apparent increase of $18,260,000 
over 1938, whereas the actual availability 
is $23,845,077 less, due to the reappropria- 
tion for 1938 of 1937 funds in the amount 
of $42,105,077. 

Included in the Department of Agri- 
culture’s federal-aid highway estimate is 
an item of $20,000,000 for grade crossing 
work. 


Wheeler Charges Investment 
Banking Monopoly 


Senator Wheeler, at the resumption of 
hearings in the rail finance investigation, 
on January 4, warned that what he termed 
the “investment banking monopoly” should 
be looked into by the government and the 
American people. The Senator read into 
the record a statement in which he said 
that “In the light of these hearings, it 
seems to me that the American public and 
the government must examine with great 
eare the investment banking monopoly in 
New York City. J. P. Morgan & Co., to- 
gether with Morgan, Stanley & Co., and 
Kuhn, Loeb & Co., share between them 
virtually all the financial business of our 
railroads. All the transcontinental lines, 
all the eastern trunk lines and three large 
southern railway systems conduct their 
financial business through one or the other 
of these houses.” Senator Wheeler went 
on to say that the bankers tell the com- 
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mittee that investment banking is a pro- 
fession. “Some of them,” he said, “at- 
tempt to surround their calling with all 
the atmosphere of trust and confidence, 
specialized skill, and immense respectability 
which the legal and medical professions 
have always insisted upon. Some of them 
call themselves ‘doctors’ and the railroads 
their ‘patients.’ Their profession is an 
inordinately lucrative one, and a large part 
of their profits is due to the frequent ill 
health of their ‘patients.’ ” 

The January 4 session dealt entirely with 
the acquisition of stock by the Wabash, 
Delaware & Hudson and Pennsylvania 
through Kuhn, Loeb & Co. Senator 
Wheeler introduced exhibits which showed 
that the banking firm of Kuhn, Loeb & 
Co. made a profit of approximately $5,000,- 
000 on these transactions. It was also dis- 
closed that Benjamin Buttenwieser, a part- 
ner of Kuhn, Loeb & Co., had made a 
profit of $5,000 by trading in Lehigh Val- 
ley stock and Wabash stock during the 
same period in which the firm was han- 
dling large purchases of the same stock 
for the D. & H. and the Pennsylvania. Mr. 
Buttenwieser admitted that he should not 
have been dealing in the stock and re- 
gretted very much that he: did so. 

The January 5 session was concerned 
with the activities of the Pennroad Cor- 
poration. The witnesses were A. J. 
County, vice-president in charge of finance 
and corporation matters of the Pennsyl- 
vania, George Bovenizer, a member of 
Kuhn, Loeb & Co., and Samuel Odgen, 
a vice-president and director of Pennroad. 
Mr. County testified that he got the idea 
for Pennroad from the New York Cen- 
tral’s Securities Corporation, which the 
New York Central had organized to deal 
in securities and to sell stock to its em- 
ployees. He denied the charge of Senator 
Wheeler that the Pennsylvania dominated 
Pennroad and went on to say that it was 
formed by the stockholders of the Penn- 
sylvania to protect the latter’s interests 
during the scramble for rail properties dur- 
ing the latter part of the Twenties. 

In answer to this explanation Senator 
Wheeler said that the record shows con- 
clusively that the Pennroad was formed 
for the interest of the management of the 
Pennsylvania and that the stockholders had 
virtually nothing to say about it. Senator 
Wheeler queried Mr. Bovenizer as to what 
he thought of the voting trust idea where- 
by a voting trust of three directors of the 
Pennroad was set up for 10 years to vote 
the stock of the holding company. He 
answered by saying that as far as he was 
concerned he would be glad to see it elim- 
inated tomorrow. Mr. County insisted that 
the only reason for the voting trust was 
to insure the control of the Pennroad Cor- 
poration for the Pennsylvania. 

The hearing will continue for several 
days as Senator Wheeler has made it clear 
that he will go into every phase of the 
Pennroad Corporation and its relationship 
to the Pennsylvania. 

The subcommittee investigating rail 
finance, on January 2, announced that the 
Young-Kirby-Kolbe syndicate, which is in 
control of the Alleghany Corporation, top 
holding company in the former Van 
Sweringen set-up, had recently taken steps 
to place control of the syndicate in a 
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Bahama corporation for tax-evasion >yr- 
poses. According to the committee, the 
inquiry disclosed that Frank F. Koli», 4 
member of the syndicate, transferred a syb- 
stantial portion of his stock in th top 
holding company on September 13 t.. the 
Seaboard Company, Ltd., a British cor- 
poration incorporated in the Bahamas. The 
senate investigators began workin: on 
the case on November 15 when they 
learned that Mr. Kolbe had disposed of 
his stock. 


N. Y. Holiday Passenger Business 
Held Up Well—Considering 


The comings and goings of the Christ- 
mas and New Year season in New York 
brought a healthy volume of passenger 
business to New York City railroad sta- 
tions and required the operation of numer- 
ous extra trains to and from key points 
and substantial lengthening of all long- 
distance trains on days immediately be- 
fore and after the two holidays. Swell- 
ing the volume of passengers entering or 
leaving the city bound for Christmas re- 
unions were hosts of students who re- 
turned to their homes in the metropolitan 
area from all parts of the country to cele- 
brate the season. While comparisons: in 
passenger volume for the period with last 
year’s record for each individual carrier 
were by no means similar in tone, the 
volume was reported by most traffic of- 
ficers to be “pretty good”. 

The New York Central, which last year 
carried more passengers during the holi- 
day season in and out of the city than any 
year since 1929, found this year’s busi- 
ness somewhat decreased. Between De- 
cember 24 and 27, 167 extra trains,—%8 
outbound, 69 inbound—were operated in 
and out of the city; between December 
30 and January 3 a total of 140 extra 
trains,—68 outbound, 72 inbound were run. 
On January 3, between New York and 
Chicago, the Commodore Vanderbilt ran 
in nine sections, the Wolverine in eight, 
the Southwestern Limited in six, and the 
Twentieth Century in three, all in both 
directions. The traffic was heaviest to 
Buffalo, N. Y., the New York state Adi- 
rondacks, Niagara Falls, N. Y., Cleveland, 
Ohio, and Chicago. Operating officers of 
the Pennsylvania found that holiday traf- 
fic this year was not up to expectations, 
and that it fell somewhat below the last 
season’s volume. From December 17 to 
24, inclusive, 300 extra trains were oper- 
ated in and out of New York. During the 
four-day New Year period 140 extra trains 
were operated. On January 2, an espec- 
ially heavy day, 55 extras,—30 outbound 
and 25 inbound—were operated through 
Pennsylvania station. On New Year's 
day proper, ten extras inbound and ten 
outbound were run. 

The Baltimore & Ohio reports an in- 
crease this year over the last holiday sea- 
son of approximately 25 per cent. Through 
trains to Washington, D. C., and the west 
were operated in sections and almost all 
long haul trains carried extra coches. 
January 3 saw the greatest daily pzfron- 


‘age of the road’s motor coach train con- 


nection service in the city for several 
years. The approach of a sleet. storm on 


January 2 was especially efficacious in 
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“helping passengers to make up their 
minds” to take to the rails and passenger 
yolume was given an unexpected upturn. 

Tie Lehigh Valley enjoyed an improve- 
ment in short-haul coach traffic this holiday 
seas.1 over the 1936-1937 holiday period, 
while long-haul Pullman travel fell some- 
what below last year’s record. On the 
whole business was reported “quite com- 
para)le” with the previous season. Traffic 
was especially heavy to Wilkes Barre, 
Pa., and other mid-Pennsylvania popula- 
tion centers and to Buffalo, N. Y. 

The Central of New Jersey carried ap- 
proximately 18 to 20 per cent more pas- 
sengers this season than the previous one. 
December 24 was the “biggest” day, while 
on Christmas day itself 5,000 to 6,000 
more suburban passengers were carried 
than on December 25, 1936. The local 
volume was generally increased during the 
holiday weeks. Extra equipment was 
added to the Harrisburg Special and the 
Queen of the Valley between New York 
and Harrisburg, Pa., on December 24 and 
27. Excellent upturn in traffic was ex- 
perienced on the Lakewood, N. J., run, 
while the Atlantic City, N. J., business 
held up well. 

Both the New York, New Haven & 
Hartford and the Delaware, Lackawanna 
& Western report a substantial increase 
in short-haul and coach traffic over the 
previous holiday season, while long-haul 
Pullman business fell off. It was a case, 
therefore, of more people traveling but 
spending less money. Thus, for the New 
Haven, passenger revenue on New York 
business remained the same as .last year. 
The Delaware, Lackawanna & Western en- 
joyed a substantial increase in short haul 
business while long haul fell off about five 
per cent from last year. January 2 was 
the big day for the road when trains were 
filled not only with returning visitors but 
with college students returning to their 
institutions. The Lackawanna Limited was 
operated in five sections on that day and 
four college specials were run out of Ho- 
boken, N. J. 

The New York, Ontario & Western en- 
joyed a 25 per cent increase in passenger 
business over the 1936-1937 record, the 
major part of the increase being due to 
the heavy traffic return after New Year’s 
day. The bad condition of the highways 
during the latter period was cited as a 
contributing factor in the increase of bus- 
iness. 


Rail-Labor Accord Lauded 
by N.M.B. 


(Continued from page 128) 


through understandings regional or nation- 
wide in scope.” 

During the year covered by the report 
Pres‘-ient Roosevelt appointed three emer- 
genci boards. “Interestingly enough,” says 
the »«port, “two of the disputes investi- 
gate’ had their origin primarily in sharp 
diffe--nces among well-established and 
reco; nized national labor organizations 
over matters of representation in which 
the carriers had, through action on their 
part, «Iso become involved.” Two railroad 
strik s took place during the year; also 
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“two minor stoppages which were called 
off upon request of the board.” One of 
the strikes, the report asserts, was due to 
the Board’s inability to send a mediator 
to Alaska; it involved employees of the 
Copper River & Northwestern, affiliate 
of the Kennecott Copper Company. This 
same railroad was involved in one of the 
“short stoppages,” the other occurring on 
the Lake Michigan car ferries. The “most 
serious strike” was that on the Louisiana & 
Arkansas, which was settled when the road 
“agreed to abide by the recommendations 
of the emergency boards, the awards of 
the National Railroad Adjustment Board, 
and otherwise manifest proper regard for 
the intent and spirit of the Railway Labor 
Act.” 

The National Railroad Adjustment 
Board, says the report, “has proved itself 
to be indispensable to the effective main- 
tenance of labor agreements on the rail- 
roads.” While the number of cases re- 
ferred to it has not measurably declined, 
“the fact remains that the board has quite 
definitely contributed its share to the gen- 
eral improvement in railroad labor rela- 
tions which has become apparent in the 
last year.” 

During the fiscal year the National 
Mediation Board spent $158,332 of its 
$265,096 appropriation. It required only 
$19,983 of its $65,132 appropriation for 
emergency boards and only $3,300 of its 
$60,560 appropriation for arbitration 
boards. 


November N.O.I. 55.2% 
Under °36 
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$2,875,710,231 compared with $2,672,890,864 
for the same period in 1936, and $3,636,468,- 
116 for the same period in 1930—7.6 per 
cent above 1936, but 20.9 per cent below 
1930. 

Class I roads in the first 11 months of 
1937 paid $305,602,249 in taxes compared 
with $286,765,078 in the same period in 
1936, and $328,645,340 in the same period 
in 1930. The November tax bill amounted 
to $26,103,281, a decrease of $409,188 or 
1.5 per cent below November, 1936. 
Twenty-one Class I roads failed to earn 
expenses and taxes in the first 11 months 
of 1937, of which nine were in the Eastern 
district, three in the Southern district, and 
nine in the Western district. 

Class I roads in the Eastern district for 
November had a net railway operating 
income of $17,011,100 compared with $39,- 
534,619, for November, 1936, and $28,102,- 
384 for November, 1930. The Eastern 
district net for the first 11 months was 
$318,170,527, or 2.79 per cent as compared 
with $349,914,345 or 3.08 per cent in 1936 
and $416,555,979 or 3.78 per cent in 1930. 
Gross in the Eastern district for the 11 
months totaled $1,918,244,896, an increase 
of 3.4 per cent compared with 1936, but a 
decrease of 21.2 per cent compared with 
1930. Operating expenses totaled $1,386,- 
468,609, an increase of 6.6 per cent above 
the same period in 1936, but a decrease of 
23.2 per cent under the first 11 months of 
1930. 

Class I roads in the Southern district 
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for November had a net of $4,151,553 
compared with $9,152,468 for November, 
1936, and $6,472,898 for November 1930. 
For the first 11 months the Southern dis- 
trict net was $68,503,741, or 2.35 per cént 
as compared with $71,492,005, or 2.46 per 
cent in 1936, and $79,637,041, or 2.63 per 
cent in 1930. Gross in the Southern dis- 
trict for the first 11 months amounted to 
$476,239,089, an increase of 5 per cent com- 
pared with the same period in 1936, but a 
decrease of 19.7 per cent under the same 
period in 1930; operating expenses totaled 
$359,065,515, an increase of 6.2 per cent 
above the same period in 1936, but a de- 
crease of 22.9 per cent under 1930. 

November net in the Western district 
was $11,278,267 compared with $23,689,- 
435 for November, 1936, and $26,600,134 
for November, 1930. The Western district 
net for the first 11 months totaled $176,- 
536,675 or 1.76 per cent, as against $175,- 
262,279, or 1.75 per cent in 1936 and $324,- 
021,032 or 3.16 per cent in 1930. Grogs in 
the Western district for the 11 months 
amounted to $1,471,263,795, an increase of 
7.4 per cent above the same period in 1936, 
but a decrease of 21.7 per cent under the 
same period in 1930. Operating expenses 
totaled $1,130,176,107, an increase of 9.3 
per cent compared with the same period in 
1936, but a decrease of 17.3 per cent under 
the same period in 1930. 


Meetings and Conventions 


The following list gives names of secretaries, 
date of next or regular meetings and places of 
meetings: 

Arr Brake Association.—R. P. Ives, Westing- 
house Air Brake Co., 350 Fifth Ave., New 


York, 

ALLIED RaILway Suprpty Association. —J. F. 
Gettrust, 1108 New Post Office Bldg., Chi- 
cago, Il. 


AMERICAN ASSOCIATION OF FREIGHT TRAFFIC OF- 
FICERS.—W. R. Curtis, F. T. R., M. & O. 
R. R., 327 S. La Salle St., Chicago, Ill. 

AMERICAN’ ASSOCIATION OF GENERAL BAGGAGE 
Acents.—E. P. Soebbing, 1431-B Railway 
Exchange Bldg., St. Louis, Mo. Annual 
mosting, October 11-13, 1938, San Francisco, 
al. 

‘AMERICAN ee ey OF PASSENGER TRAFFIC 
Orricers.—B. D. Branch, C. v. ta oF Nt. Jes 
143 Liberty St., New York, 

AMERICAN ASSOCIATION OF Rade SuPERIN- 
TENDENTS.—F, O. Whiteman, Union Station, 
St. Louis, Mo. Annual meeting June 7-9, 
1938, The Stevens, Chicago, Ill. 

AMERICAN ASSOCIATION OF RAILWAY ADVERTISING 
AGENTs.—E. A. Abbott, Poole Bros., Inc., 
85 W. Harrison St., Chicago, Ill. Annual 
meeting, omy 14-15, 1938, Traffic Club, 
Chicago, 

AMERICAN ASSOCIATION OF SUPERINTENDENTS OF 
Din1nc Cars.—F. R. Borger, C. I. & L. Ry., 
836 S. Federal St., Chicago, Ill. 

American RarLway BRIDGE AND BurLpinc Asso- 
craTion.—C. A. Lichty, 319 N. Waller Ave., 
Chicago, Ill. 

AmERIcAN Rattway Car InstitutTe.—W. C,. Tab- 
bert, 19 Rector St., New York, N. Y. 

AMERICAN Rattway DEVELOPMENT ASSOCIATION. 
—E. J. Hoddy, Louisville & Nashville R. R., 
Louisville, Ky. 

AMERICAN RaILwAy ENGINEERING ASSOCIATION. 
—Works in co-operation with the Associa- 
tion -of American Railroads, Engineering 
Division, —Frank McNellis (Asst. Secy.) 

Van Buren St., Chicago, Ill. Annual 
meeting, March 15-17, 1938, Palmer House, 
Chicago, Iil. Exhibit by National Railway 
Appliances Association, March 14-17, Inter- 
national Ampitheatre, Union Stockyards, 
Chicago, Ill. 

AMERICAN Rarttway Macazine Epitors’ Asso- 
CIATION.—M. W. Jones, Baltimore & Ohio 

» Mt. Royal Station, Baltimore, Md. 

AMERICAN Raritway Toot ForeEMEN’s AsSOCIA- 
T10Nn.—G. G. Macina, C. M., St. P. & P. 
R. R., 11402 Calumet Ave., Chicago, Ill. 

AMERICAN SHORT LINE RarLtRoaD ASSOCIATION.— 

Schindler, Union Trust Bldg., Wash- 
ington, D. C. 
AMERICAN SOCIETY OF MECHANICAL ENGINEERS. 
a 29 West 39th St., New 
York, N.. 
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Railroad Division—Marion B. Richardson, 
21 Hazel Ave., Livingston, 

American Transit AssociatTion.—Guy ‘C. Heck- 
er, 292 Madison Ave., New York, N. Y. 
Annual meeting, September, 1938, Atlantic 
City, N. J. 

AMERICAN Woop PRESERVERS’ ASSOCIATION. —H. 
L. Dawson, 1427 Eye St., W., Wash- 
ington, D. C. Annual meeting January 18- 
20, 1938, Congress Hotel, Chicago, lll. 

ASSOCIATION OF AMERICAN RAILRCADS. — 
Forster, Transportation Bldg., Washington, 
nm <& 

Operations and Maintenance Department. 
—J. M. Symes, Vice-President, Trans- 
portation Bidg., Washington, D. 


Operating-Transportation Division. — L. 
R. Knott, 59 E. Van Buren St., Chi- 
cago, Ill. 


— yortation Section.—L. R. Knott, 
ok. Vv Van Buren St., Chicago, Ll. 
Freight Station Section.—L. R. Knott, 
59 E. Van Buren .. Chicago, Ill. 
Cyne. a? C. Caviston, 30 
Vese New York, N. Y. 
Mejia © oe Surgical Section.—J. C. 
a 30 Vesey St., New York, 


Protective Section.—J. C. Caviston, 30 
Vesey St., New Yoat "N.Y. 

Safety Section—J. C. Caviston, 30 
Vesey St., New York, N. Y. 

Telegraph and Telephone Section. — 
WwW. a 30 Vesey St., 
New York, . Annual meeting, 
October 18- 20, 1938, Hotel Jefferson, 
St. Louis, Mo. 


Engineering . Division. — Frank: McNellis 
(Asst. Secy.), 59 E. Van Buren St., 
Chicago, Ill. Annual meeting, March ’ 


15-17, 1938, Palmer House, Chicago, 
Til. ‘Exhibit by National Railway Ap- 
pliances Association, March 14-17, In- 
ternational Ampitheatre, Union Stock- 
yards, Chicago, IIl. 

Construction and Maintenance Section. 
—Frank McNellis (Asst. Secy.), 59 
E. Van Buren St., Chicago, Il. 
Annual meeting, March 15-17, 1938, 
Palmer House, Chicago, III. 

Electrical Section.—Frank McNell’s 
(Asst. Secy.), 59 E. Van Buren 
St., Chicago, Il. 

Si nal Section.—R. H. C. y* — 

Jesey St., New York, f 

nual meeting, April <7 * 1938, 

Roosevelt Hotel, New Orleans, La. 
Mechanical Division. —V. -R. Hawthorne, 

59 E. Van Buren St., -~- Ill. 

Electrical Section. me Andreucetti, 
C. & N. W. Ry., is19 Daily News 
Bidg., 400 W. Madison St., Chicago, 
ll 


Purchases and Stores Division.—W. J. 
ak a 30 Vesey St., New York, 


Freight Claims Division.—Lewis Pilcher, 
59 E. Van Buren St., Chicago, IIl. 
Annual meeting, June 7.9, 1938, Chi- 
cago, 3 

Motor Transport Division——George M. 
Campbell, Transportation Bldg., Wash- 
ington, D.C. 

Car-Service Division. — E. W. Coughlin, 
wr gmoemee Bldg., Washington, 


Finance, Accounting, Taxation and Valu- 
ation Department.—E. H. Bunnell, Vice- 
President, Transportation Bldg., Wash- 
ington, D. C 
Accounting Division. — E. R. Ford, 

Transportation Bldg., Washington, 
D. Annual meeting, 1938, Tor- 
onto, Ont. 

Treasury Division.—E. R. Ford, Trans- 
ortation Bldg., Washington, D. 
Trafhe Department.—A. Cleveland, 

Vice-President, Transportation Bldg.. 
Washington, ol 
AssocIATION OF Rattway Craim AGeEnts.—F. L. 
ohnson, Claim Agent, Alton R. R., 340 W. 
farrison St., Chicago, Ill. Annual meeting, 
May 18-20, 1938, Statler Hotel, St. Louis, 
° 


ASSOCIATION OF RatLway ELECTRICAL ENGINEERS. 
—(See Association of American Railroads.— 
Mechanical Division.—Electrical Section. 

Bripce ann Buitptnc Suppty MeEn’s Assocta- 
tion.—W. S. Carlisle, National Lead Com- 
pany, 900 W. 18th St., Chicago, Ill. Meets 
with American Railway Bridge and Building 
Association. 

CanapiaAn Rartway Crius.—C,. R. Crook, 2271 
Wilson Ave., N. D. G., Montreal, Que. 
Regular meetings, second Monday of each 
month, except June, July and August, Wind- 
sor Hotel, Montreal, Que. 

Car DepARTMENT OrrFicers’ Assocration.—Frank 
Kartheiser, Chief Clerk, Mechanical Dept., 
ol & Q., Chicago, Ill. 

Car ForeMen’s "ASSOCIATION or Cuicaco.—G. K. 
Oliver, 2514 W. 55th St., Chicago, Ill. Reg- 
ular meetings, second Monday of each month, 
except June, July and August, La Salle 


Hotel. Chicago, Il. 
Car Foremen’s Association or St. Lovurs, Mo. 
Bishop, Illinois Central System, East 


—E. G. 
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St. Louis, Ill. Regular meetings, third Tues- 
day of each month except June, July and 
August, Statler Hotel, St. Louis, Mo. 
CentraL Rartway Cius oF BurraLto.—Mrs. M. 
Reed, 1817 Hotel Statler, McKinley 
Square, Bufialo, N. Y. Regular meetings, 
second Thursday of each month except lune, 
~ and August, Hotel Statler, Buffalo, 


EASTERN ASSOCIATION OF CAR SERVICE ()FFICERS. 
—J. T. Bougher, 424 W. 33rd St. (11th 
floor), New York, N. Y. Next meeting, 
March 31, 1938, Cleveland, Ohio. 

INTERNATIONAL RAILWAY GENERAL FoREMEN’S 
AssociatTion.—F, T. James, General Fore- 
man, Delaware, Lackawanna & Western, 
Kingsland, N. J. 

INTERNATIONAL RAILWAY Master BLACKSMITHS’ 
AssociaTion.—W. J. Mayer, Michigan Cen- 
tral R. R., Detroit, Mich. 

Master BOot.er Makers’ Assocration.—A. F. 
Stiglmeier, 29 Parkwood St., Albany, N. Y. 

NATIONAL ASSOCIATION OF RAILROAD AND UTILI- 
TIES COMMISSIONERS.—Clyde S. Bailey, 806- 
808 13th and E Sts., N. W., Washingion, 
D. C. Annual meeting, November 15-18, 
1938, New Orleans, La. 

NationaL RAILwAy APPLIANCES AssOcIATION.— 
C. H. White, Room 1826, 208 S. La Sailte 
St., Chicago, Ill. Exhibit at A. R. E. A. 
Convention, March 14-17, 1938, International 
Amphitheatre, Union Stockyards, Chicago, 


New Encianp Rartroap CLus.— W. E. Cade, 
Jr., 683 Atlantic Ave., Boston, Mass. Reg- 
ular meetings, second Tuesday of each 
month, except June, July, August and Sep- 
tember, Hotel Touraine, Boston, Mass. 


’ New York Rarrroap Cius.—D. W. Pyre, 30 


Church ‘St.,’ New York, N. Y. Regular meet- 
ings, third Friday of each month, except 
, July, August, September and Decem- 
er, 29 W. 39th St., New York, N. Y. 

eet Raitway Cius.—William S. Wollner, 

O. Box 3275, San Francisco, Cal. Regu- 

S meetings, ‘second Thursday of each 
month, alternately at San Francisco and Oak- 
land, except June at Los Angeles and October 
at Sacramento. 

Raitway Business Associration.—P. H. Middle- 
ton, First National Bank Bldg., Chicago, Ill. 

Rartway Cius oF PittspurcuH.—J. D. Conway, 
1941 Oliver Bldg., Pittsburgh, Pa. Regular 
meetings, fourth Thursday of each month, 
except June, July and August, Fort Pitt 
Hotel, Pittsburgh, Pa. 

Rattway ELectricaL. SupPLyY MANUFACTURERS’ 
AssociaTion.—J. McC. Price, Allen-Bradley 
anwers. 600 W. Jackson Blvd., Chicago, 


RatLtway Fire Protection Assocration.—P. A. 
Bissell, 40 Broad St., Boston, Mass. 

Rartway FuEL AnD TRAVELING ENGINEERS’ Asso- 
c1aTION.—T. Duff Smith, 1255 Old Colony 
Bldg., Chicago, IIl. 

RatLway Suppty MANUFACTURERS’ ASSOCIATION. 

—J. D. Conway, 1941 Oliver Bldg., Pitts- 
burgh, Pa. To meet with Mechanical Divi- 
sion and Purchases and Stores Division, As- 
sociation of American Railroads. 

RatLway TELEGRAPH AND TELEPHONE APPLIANCE 
Association.—G. A. Nelson, Waterbury Bat- 
tery Company, 30 Church St., New York, 
N. Y. Meets with Telegraph and Telephone 
Section of A. A. R. 

Raitway Tie Assocration.—Ro Edmonds, 
903 Syndicate Trust Bldg., 3.7 Louis, Mo. 

RoADMASTERS’ AND MAINTENANCE oF Way Asso- 
craTion.—C, A. Lichty, 319 N. Waller Ave., 
Chicago, Ill. Annual meeting, September 
20-22, 1938,. Hotel Stevens, Chicago, IIl. 

S1gnaL AppLiaNce AssociaTion.—G. A. Nelson, 
| esegg oe peeeery Company, 30 Church St., 

New -, & Y. Meets with A. A. R., 
Sowa” en 

Socrety oF OFrFicers, UNITED ASSOCIATIONS OF 
RarILroap VETERANS.—J. W.. O’Neill, Dela- 
ware, Lackawanna & Western, Hoboken, 
N. j. Annual meeting, October 8, 1938, 
Chicago, Ill. 

SOUTHERN AND SOUTHWESTERN RaiLway C.us. 
—A. T. Miller, 4 Hunter St., S. E., Atlanta, 
Ga. Regular meetings, third Thursday in 
January, March, May, July, September and 
November, Ansley Hotel, Atlanta, Ga. 

SouTHERN ASSOCIATION or Car Service Orri- 
CERS,— Brantley, C. of Ga. Ry., Sa- 
vannah, Ga. Annual meeting, January 27, 
— Thomas Jefferson Hotel, Birmingham, 


Toot ForeMen Supp.iers’ Assocration.—H. W. 
Leighton (President), H. W. Leighton Com- 
pany, 565 W. Washington St., Chicago, Ill. 

Toronto Rattway Crus.—D. M. George, P. O. 
Box 8, Terminal “A,” Toronto, Ont. Regu- 
lar meetings, fourth Monday of each month, 
except June, July and August, Royal York 
Hotel, Toronto, Ont. 

Track Suppty Association.—Lewis Thomas, Q. 

Company, 59 E. Van Buren St., Chi- 
cago, Ill. Meets with Roadmasters’ and 
Maintenance of Way Association. 

WESTERN Resewes Cius.—C. L. Emerson, C. 
M., St. & P., Chicago, Ill. Regular meet- 
ings, third Monday of each month, except 
Tune, July, August and September, Hotel 
Sherman, Chicago, I 
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John F. Cunningham, supervisor of 
production for the General Electric 
Company since September, 1931, has jeen 
appointed assistant to the vice-president in 
charge of manufacturing, succeeding 
Myron F. Simmons, who retired on 
January 1. 


The Wilson Engineering Corpora- 
tion, Chicago, has been appointed dis. 
tributor for the railway equipment manu- 
factured by The Unit Heater & Cooler 
Co., Wausau, Wis., a division of the 
D. J. Murray Manufacturing Company 
of the same city. 


E. F. Judge, secretary and assistant 
treasurer of the Scullin Steel Company, 
St. Louis, Mo., has been elected vice- 
president and treasurer, to succeed C. L, 
Gilbert, deceased. W. H. Chickey, as- 
sistant secretary, has been promoted to 
secretary, and W. J. Monahan has been 
appointed assistant secretary. 


J. Halsey McKown has been appointed 
assistant vice-president of the United 
States Steel Corporation of Delaware, 
which was recently formed with head- 
quarters at Pittsburgh, Pa., to supervise 
the management of subsidiary companies 
of the United States Steel Corporation ex- 
cluding public service subsidiaries and 
railroads. 


John A. Coakley, general traffic man- 
ager of the manufacturing subsidiaries and 
mining companies of the United States 
Steel Corporation in the Pittsburgh and 
Chicago districts, has resigned, and Wil- 
liam S. Guy, traffic manager of the east- 
ern district for the manufacturing sub- 
sidiaries and mining companies of the 
United States Steel Corporation, has been 
appointed acting traffic manager of the 
United States Steel Corporation of 
Delaware, with headquarters at Pitts- 
burgh, Pa. 


Fairbanks, Morse & Company opened 
its new offices at 600 South Michigan ave- 
nue, Chicago, on January 3, moving over 
the week-end from its quarters at 900 
South Wabash, which it had occupied for 
30 years. The company has leased the 
first five floors of the building, formerly 
occupied by the International Harvester 
Company, and remodeled it. The first floor 
is occupied by a display room, the second 
by offices of the Chicago branch of the 
company, the third by purchasing and traf- 
fic departments and the financing subsid- 
iary, the fourth by the sales division of- 
fices, and the fifth by executive offices. 
Approximately 55,000 sq. ft. of floor space 
are being used. 


David F. Austin, manager of sales of 
the Chicago district of the Carnegie-Illi- 
nois Steel Corporation, has been elected 
vice-president in charge of sales, to suc- 
ceed C. V. McKaig, who has been elected 
vice-president of the United States Steel 
Corporation of Delaware, and has been 
succeeded by Philip M. Guba, manager 
of sales at the Detroit district sales office. 
Mr. Guba has been succeeded by Francis 
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C. Hardie, manager of sales of the Cleve- 
land district sales office, who in turn has 
been succeeded by F. Royal Gammon. 





David F. Austin 


Thomas J. Hilliard, manager of sales of 
the Pittsburgh district sales office, has been 
appointed general manager of sales at Chi- 
cago, and has been succeeded by Thomas 
J. Bray, Jr. 

Mr. Austin’s entire business career has 
been with the United States Steel Corpora- 
tion subsidiaries. After leaving Columbia 
University in 1920, he spent seven years 
in the Youngstown district with the Car- 
negie-Land Company and the Conneaut 
Land Company. In 1927 he joined the 
Carnegie Steel Company’s sales depart- 
ment in the Pittsburgh district and shortly 
thereafter he was transferred to Cincin- 
nati, where, in May, 1931, he became as- 
sistant manager of sales. In November 
of the same year he became manager of 
sales at Cincinnati. Two years later he 
was appointed manager of sales of the 
Pittsburgh district office and in November, 
1935, he was transferred to Chicago, where 
he became manager of sales of the Chicago 
district, the position he has held up to the 
present time. 

Mr. Guba became associated with the 





Philp M. Guba 


Carnegie-Illinois Steel Corporation in 
March, 1933, as assistant manager of sales 
at the Detroit district sales office and was 
appointed manager of sales at that office in 
March, 1935. He has been connected with 
the selling end of the steel industry since 
1910, having served 22 years with Jones 
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& Laughlin, the Donner Steel Company, 
and the Republic Steel Corporation prior 
to his association with Carnegie-IIlinois. 


Albert Reichmann, vice-president of 
the American Bridge Company, a 
United States Steel Corporation subsidiary 
with headquarters at Chicago, retired on 
December 31. He will reach the corpora- 
tion retirement age of 70 on January 16. 
Mr. Reichmann was born on January 16, 
1868, at Dubuque, Iowa, and received his 
engineering education at Grossherzoglich 
Badische Technische Hochschule, Karls- 
ruhe, Germany. From October, 1890, to 
April, 1891, he was a draftsman for the 
Lassig Bridge & Iron Works, Chicago, 
resigning on the latter date to enter the 
employ of the American Bridge Works as 
a draftsman and computer. In Novem- 
ber, 1894, he became assistant engineer in 
charge of the bridge and building depart- 
ment of the Chicago, Milwaukee & St. 
Paul, which position he held until 1901, 
when he re-entered the employ of the 
American Bridge Company as division 
engineer in charge of all engineering in its 





Albert Reichmann 


western division. On April 1, 1931, he 
was appointed chief engineer, with head- 
quarters at Chicago, and in July, 1935, 
was elected vice-president. In his engi- 
neering capacity, he has supervised the 
design of structural steel entering into ore 
docks at Duluth, Minn., and Two Har- 
bors; of the. Willamette river bridge at 
Portland, Ore.; the Thebes bridge over the 
Mississippi river; the A. T. & S. F. bridge 
across the Mississippi river at Ft. Madison, 
Iowa; the Carquinez Straits bridge of the 
S. P. in California; the Vicksburg bridge, 
the Cairo bridge and the Chicago Union 
station. He is a member of the American 


.. Society. of Civil Engineers and served as 


a director from 1929 to 1931. He is also 
a member of the Western Society of Engi- 
neers and served as its treasurer from 1906 
to 1913 and as its president from 1913 to 
1914. 


Bard Browne, who has been elected a 
vice-president of The Superheater Com- 
pany, New York, as was announced in the 
Railway Age of December 25, was born 
at Sedalia, Mo., on February 17, 1887, and 
in 1904 was graduated from high school. 
Soon ‘after he entered the employ of the 
Missouri Pacific at Kansas City, Mo., as 
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locomotive fireman. Early in 1905 he 
went to the Chicago & North Western, 
Nebraska and South Dakota divisions, as 
locomotive fireman and was later pro- 
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moted to engineman. Desiring to con- 
tinue his studies, he left railroad work in 
1908 to enter school in Philadelphia, Pa., 
at the same time serving a special appren- 
ticeship at the Baldwin Locomotive Works. 
In 1913 he went to the Antipodes and the 
Far East as a special representative of 
the company. Upon returning to America 
in 1915, he was assigned to duties in the 
St. Louis, Mo., office and was later trans- 
ferred to the new erecting shop at Eddy- 
stone,.Pa. Mr. Browne became associated 
with The Superheater Company during 
1916, and 10 years later was appointed 
assistant to vice-president, which position 
he has held until his recent election as 
vice-president. 

N. T. McKee, who has been elected a 
vice-president of The Superheater Com- 
pany, New York, as was announced in the 
Railway Age of December 25, was born 
on January 7, 1882, at Mt. Sterling, Ky. 
His education was obtained from private 
schools in Mt. Sterling, and at the Uni- 
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versity of Kentucky, from which he re- 
ceived the degree of B.M.E. in 1903 and 
his M.E. degree in 1906. Mr. McKee en- 
tered railway service in 1903 as a special 
apprentice with the Lake Shore & Michigan 
Southern (now part of the New York 





138 


Central), finishing his apprenticeship in 
1906. In 1906 and 1907 he served as as- 
sistant mechanical engineer and then as a 
locomotive shop foreman on the same road. 
In 1908 he entered the automobile sales 
business in his home town, Mt. Sterling, 
Ky., where he remained until 1911, when 
he joined The Superheater Company. Dur- 
ing 1920-1922, he was assigned to special 
development work with The Superheater 
Company, Ltd., of London, an associate 
company. Shortly after his return from 
England he became active in locomotive 
service work and previous to his becoming 
vice-president he was general service man- 
ager of the locomotive division of The 
Superheater Company. 


N. S. McKay, who has been elected 
president of the American Hair & Felt 
Company, Chicago, in addition to his duties 





N. S. McKay 


as chairman of the board of directors and 
treasurer, was born in Huron, S. D. In 
1918, at the age of 20, he joined the navy 
and became an ensign after attending offi- 
cers’ training school at Pelham Bay, N. Y. 
After his naval service he attended the 
University of Wisconsin until 1922 and 
then entered the employ of Arthur Ander- 
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sen & Co. In 1928 he resigned from this 
company to become auditor of the Ameri- 
can Hair & Felt Company, of which com- 
pany he became treasurer in 1930. In 
January, 1937, he was elected chairman of 
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the board and treasurer, and on January 1, 
1938, he was also elected president. 
James C. Younglove, who has been 
appointed general sales manager of the 
American Hair & Felt Company and man- 
ager of the railroad and government divi- 
sion of this company and its subsidiary, 
the Dry-Zero Corporation, entered the em- 
ploy of the Johns-Manville Corporation in 
January, 1902. Shortly thereafter he as- 
sisted in organizing the railroad sales de- 
partment of this company. Later he served 
as a director of the company. On August 
1, 1931, he entered the employ of the 
American Hair & Felt Company as head 
of the railroad and government division 
and in December, 1937, was appointed 
general sales manager of the company, 
retaining his position as manager of the 
railroad and government division. 


OBITUARY 


S. R. Church, consulting timber treat- 
ing engineer, New York, and president of 
the American Wood-Preservers’ Associa- 
tion in 1934, died in New York on De- 
cember 26 after several weeks’ illness. 


Equipment and 
Supplies 





LOCOMOTIVES 


THE CANADIAN Paciric is inquiring for 
10 Hudson type locomotives. 


THE Cuicaco, MILWAUKEE, St. PAuL & 
Paciric has ordered six 4-6-4 type loco- 
motives from the American Locomotive 
Company. Inquiry for this equipment was 
reported in the Railway Age of Novem- 
ber 13. 


FREIGHT CARS 


Tue NortTHERN Paciric is inquiring for 
150 underframes for stock cars. 


THE CHESAPEAKE & OHIO is inquiring 
for 25 covered hopper cars of 70 tons’ 
capacity. 


THE CANADIAN PacirFic is inquiring for 
2000 40-ton box cars, 200 50-ton hopper 
cars, 200 stone cars, 100 low side. drop-end 
gondola cars and 200 flat cars. 


PASSENGER CARS 


Tue Cuicaco & NortH WEsTERN is in- 
quiring for 12 passenger cars, including 2 
passenger-baggage cars, 2 coaches, 2 room 
coaches, 2 cafe lounge cars, 2 dining cars 
and 2 observation parlor cars. 


IRON AND STEEL 


Tue CHESAPEAKE & Onto has ordered 
27,500 tons of rails. 


Tue Norrotk & WeEsTERN has placed 
orders for 25,000 tons of 131-Ib. steel rail, 
divided 18,750 tons from Carnegie-Illinois 
Steel Corp. and 6,250 tons from Bethlehem 
Steel Co. 
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Axron, Canton & YOUNGSTOWN.-Re- 
organization—The Interstate Comi verce 
Commission, Division 4, has issue’ an 
order permitting the trustees to further 
amend their plan for reorganization. 


ATCHISON, TOPEKA & SANTA FE.—./otop 
Carrier Acquisition—The Interstate Com- 
merce Commission, Division 5, ha: ap- 
proved the acquisition by the Sania Fe 
Trail Transportation Company from Santa 


Fe Trail Stages, Inc., of control of the 
Central Arizona Transportation Lines, Inc,, 
and the Rio Grande Stages, Inc., by pur- 


chase of the capital stock, and merver in 
the Santa Fe Trail Transportation Com- 
pany of the operating rights and properties 
of the Santa Fe Trail Stages, Inc., Cen- 
tral Arizona Transportation Lines, Inc., 
Rio Grande Stages, Inc., the Cardinal 
Stage Lines Company, and the Western 
Transit Company. 


Boston & Matne.—Bonds.—At the re- 
quest of this road the Interstate Commerce 
Commission, Division 4, has dismissed the 
application for modification of orders so 
as to permit it to pledge and repledge $1,- 
000,000 of its series LL bonds and $600,000 
of its series MM bonds as part of the col- 
lateral security for any notes that may be 
issued to the Reconstruction Finance 
Corporation. 


CANADIAN NaTIONAL. — Bonds. — The 
Dominion Minister of Finance (Hon. 
Charles A. Dunning) has announced that 
subscriptions will be received on January 
10 for an issue of $50,000,000 of bonds of 
this company, guaranteed by the Dominion 
government. The issue will be made in 
two maturities: 4-year bonds bearing 2 
per cent interest and 13-year bonds bearing 
3 per cent. The price of the 4-year issue 
is 99.25, to yield 2.2 per cent, and of the 
13-year issue, 97, to yield 3.29 per cent. 


CHESAPEAKE & Ou10.—Acquisition.—The 
Interstate Commerce Commission, Division 
4, has issued a formal order authorizing 
this company to acquire control of the Erie 
and the New York, Chicago & St. Louis. 


Curcaco, MitwauKker, St. Paut & 
Paciric.—A bandonment.—The Interstate 
Commerce Commission, Division 4, has 
authorized the trustees: to abandon a branch 
line extending from Turkey River Junc- 
tion, Iowa, to West Union, 58 miles. 


Cuicaco, Rock Istanp & Paciric— 
Reorganization—The Interstate Commerce 
Commission, Division 4, has overruled the 
joint motion by the Rock Island, Arkansas 
& Louisiana bondholders’ protective com- 
mittee and the Louisiana & Arkansas for 
consideration and determination of the re- 
organization of the Rock Island, Arkansas 
& Louisiana separately from the other 
debtors in this proceeding. 


DututH, MissaBe & Iron RANGE.--AC- 
quisition and Control—The Interstate 
Commerce Commission, Division 4, has 
authorized this company to acquire by pur- 
chase of the capital stock the contre! ol 
the Duluth & Iron Range and the Intet- 
state Transfer. The commission has also 
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These ten 2-10-4 type freight locomotives are 
representative of modern motive power embody- 
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WEIGHTS IN WORKING ORDER, POUNDS 
On Drivers Eng. Truck | Trailer Truck | Total Engine |Tender Loaded 
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granted authority to the Duluth, Missabe 
& Iron Range to issue $30,000,000 of first 
mortgage 3% per cent bonds, and to as- 
sume liability for $8,151,000 of first mort- 
gage bonds of the Duluth & Iron Range 
and $1,000,000 of first mortgage five per 
cent gold bonds of the Interstate Trans- 
fer; $20,000,000 of the 3% per cent bonds 
to be exchanged for all the outstanding 
capital stock of the Duluth & Iron Range 
and of the Interstate Transfer, and the 
remaining $10,000,000 of such bonds to be 
sold at not less than par and the pro- 
ceeds used to pay and redeem, in part, 
the outstanding bonds of those companies 
and of the Spirit Lake Transfer. 


Erte.—Bonds.—The Interstate Commerce 
Commission, Division 4, has authorized this 
company to (1) procure the authentication 
and delivery of $5,000,000 of refunding 
and improvement mortgage 6 per cent gold 
bonds, series of 1932, in partial reimburse- 
ment for capital expenditures heretofore 
made; and to (2) issue $653,750 of general- 
lien 4 per cent gold bonds, these bonds to 
be pledged with the trustee under the re- 
funding and improvement mortgage. The 
bonds will be dated February 1, 1932, and 
will mature February 1, 1962. 

RFC Loan Approved—The Inter- 
state Commerce Commission, Division 4, 
has conditionally approved the application 
of this company to the Reconstruction Fi- 
nance Corporation for a loan of $6,006,000. 
In granting its approval the commission at- 
tached the condition that the Chesapeake 
& Ohio should guarantee the loan to the 
RFC. This condition was attached, the 
commission stated, because of the fact that 
the C. & O. has recently been given per- 
mission to directly acquire control of the 
Erie and the Nickel Plate. Commissioner 
Mahaffie dissented by stating that he could 
not go along with the conclusion of the 
majority that “on the basis of present and 
prospective earnings, the applicant may 
reasonably be expected to meet its fixed 
charges without a_ reduction thereof 
through judicial reorganization”. 


Ittrnors CENTRAL.— Abandonment of 
Operation.—This road has applied to the 
Interstate Commerce Commission for 
authority to reroute its passenger trains 
between Council Bluffs, Iowa, and Omaha 
(Nebr.) Union Station. The plan involves 
abandonment of operation over 3.85 miles 
of the Union Pacific and the use of the 
I.C.’s present freight, route between the 
two points. Light passenger traffic and 
trackage rights costs are given as reasons 
for the proposal which is expected to save 
I.C. $13,570 a year. 


Maine CentTraL.—Motor Carrier <Ac- 
quisition—The Maine Central Transporta- 
tion Company, highway affiliate of this 
road, has applied to the Interstate Com- 
merce Commission for authority to pur- 
chase the Maine-New Hampshire Stages 
for $14,000. 


\Mrnneaports, St. Paut & Sautt Ste. 

ARIE. — Reorganization. — This company 
has petitioned the Interstate Commerce 
Commission and the United States District 
Court for Minnesota, Fourth Division, 
for authority to reorganize under Section 
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77 of the Bankruptcy Act. The petition 
states that the company has outstanding 
obligations due and payable totaling $32,- 
000,000. Also, it will have $13,000,000 
due on March 1, 1938 and $71,000,000 due 
on July 1, 1938. 


New York, New Haven & Hartrorp.— 
Abandonment.—The Interstate Commerce 
Commission, Division 4, has authorized 
the trustees to abandon the operation and 
the trustees of the Hartford & Connecti- 
cut Western to abandon the line extending 
from Winsted, Conn., to East Canaan, 
15.1 miles. The New Haven will abandon 
operation only on that portion of the line 
extending from East Canaan, Conn., to a 
point about 1.8 miles east of Norfolk, 
8.09 miles, as service on the remainder of 
the line was abandoned in 1932. 


New YorkK, SUSQUEHANNA & WESTERN. 
—Trustee Ratified—The Interstate Com- 
merce Commission, Division 4, has ratified 


trustee.of this company in its reorganiza- 
tion proceedings. 


PittspurcH & West VirGiIniaA.—R.F.C. 
Loan.—The Interstate Commerce Commis- 
sion, Division 4, has approved the exten- 
sion of the time of payment for a period 
ending not later than December 31, 1938, 
of loans by the Reconstruction Finance 
Corporation to this company in the amount 
of $3,725,207, maturing December 31, 1937. 

Notes—The Interstate Commerce Com- 
mission, Division 4, has authorized this 
company to issue two promissory notes, 
one for $1,050,000, and one for $261,314, 
in renewal or extension of existing notes 
of a like amount and to pledge as collateral 
security for the last named note the com- 
pany’s equity in $1,788,000 of first mort- 
gage 4%4 per cent gold bonds, and in 
$8,047,000 of general mortgage 6 per cent 
gold bonds, now pledged with the Recon- 
struction -Finance Corporation. 


SEABOARD AiR LIneE.—Reorganization.— 
Committees for holders of securities of 
this road expect to meet in New York 
on January 10 concerning a reorganization 
plan for the road. As yet no definite plan 
has been recommended by any party, al- 
though a tentative outline has been drawn 
up by L. R. Powell, Jr. and H. W. Ander- 
son, receivers of the road, which has been 
sent to representatives of the interested 
parties. The organiation proceedings are 
under the jurisdiction of the federal dis- 
trict court at Norfolk, Va. 


Average Prices of Stocks and Bonds 


Last Last 
Jan.4 week year 

Average price of 20 repre- 
sentative railway stocks.. 30.38 29.35 53.95 
65.62 66.73 84.64 


Average price of 20 repre- 
sentative railway bonds. . 
Dividends Declared 

Northern Central.—$2.00, semi-annually, pay- 
able January 15 to holders of record December 
31. 

Pittsburgh, Bessemer & Lake Erie.—75¢, semi- 
annually, payable April 1 to holders of record 
March 15. 

Pittsburgh, Cincinnati, Chicago & St. Louis.— 
$2.50, payable January 20 to holders of record 
January 10. 

Reading.—50¢, payable February 10 to holders 
of record January 13. 

Stony Brook.—$3.00, semi-annually, 
January 5 to holders of record December 

West Jersey & Seashore.—-$1.50, semi-annually, 
payable July 1 to holders of record June 15. 


payable 


the. appointment of..Walter Kidde as sole~ 
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FINANCIAL, LEGAL AND 
ACCOUNTING 


Paul C. Garrott, acting general claim 
agent of the Baltimore & Ohio, with head- 
quarters at Baltimore, Md., has been ap- 
pointed general claim agent, effective 
January 1, succeeding Charles C. Peery, 
retired. 


Ralph §S. Bird has been appointed sy- 
pervisor of contracts and insurance of the 
Delaware, Lackawanna & Western, with 
headquarters at New York. The position 
of registrar of contracts has been abol- 
ished. Harry F. Bonnell has been ap- 
pointed special representative, with head- 
quarters -at-New--York: The~position of 
special -aceountant has-been abolished. 
Charles A. Glaser has been appointed 
manager of the central accounting bureau, 
with headquarters at Hoboken, N. J. 


OPERATING 


K. C. Underwood, general manager of 
the Merchants Despatch Transportation 
Corporation, has also been appointed gen- 
eral manager of the Northern Refrigerator 
Line, Inc., with headquarters at Chicago, 
following the consolidation of the offices 
of the Merchants Despatch Transportation 
Corporation of Rochester, N. Y., and the 
Northern Refrigerator Line, Inc., Milwau- 
kee, Wis., at 600 S. Michigan avenue, 
Chicago. 


Effective January 1 the Nebraska and 
Wyoming divisions of the Union Pacific 
were extended to include the Western di- 
vision, and the Idaho division was enlarged 
to include the Utah division. Formerly in- 
cluding the territory from Council Bluffs, 
Iowa, to North Platte, Neb., the Nebraska 
division will now extend to Cheyenne, 
Wyo., while the Wyoming division, which 
formerly included the territory from Chey- 
enne to Rawlins, Wyo., has been extended 
to Ogden, Utah. J. E. Mulick will re- 
main as superintendent of the Nebraska 
division, with headquarters at Omaha, 
Neb., while T. E. Williams, superin- 
tendent of the Idaho division with head- 
quarters at Pocatello, Ida., has been ap- 
pointed superintendent of the enlarged 
Wyoming division with headquarters at 
Cheyenne. B. O. Wedge, who has been 
superintendent of the Western division at 
Green River, Wyo., has been appointed 
assistant superintendent of the Wyoming 
division, and G. H. Warfel, superinten- 
dent of the Wyoming division with head- 
quarters at Cheyenne, has been appointed 
assistant superintendent of the Nebraska 
division at North Platte. 

F. C. Paulson, general superintendent 
at Salt Lake City, Utah, has been ap 
pointed superintendent of the Idaho divi- 
sion, with headquarters at Pocatello, Ida., 
succeeding Mr. Williams and the position 
of general superintendent at Salt Lake City 
has been abolished. R. E. Titus, super- 
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No. 8 Butterfly Type 
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Franklin Type E-2 
Radial Buffer 





Franklin Driving Box 
Lubricator and 
Spreader 


Franklin Type 6 
Power Reverse Gear 


for modern power 


The ten 2-10-2 Type Locomotives (five coal burning and five oil burning) 
recently delivered by Lima Locomotive Works, Incorporated, to the Kansas 
City Southern are equipped with Franklin Type E-2 Radial Buffers, Franklin 
Type B Power Reverse Gears and Franklin Driving Box Lubricator and 
Spreader. The five coal burning locomotives are also equipped with the 
Franklin No. 8 Butterfly Type Firedoor. 

These devices make for easier riding, increased safety, easier han- 


dling and improved economy of operation and maintenance. 


No locomotive device is better than the replacement part used for maintenance. 
Genuine Franklin repair parts assure accuracy of fit and reliability of performance. 
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intendent of the abolished Utah division, 
has been appointed assistant superinten- 
dent of the Idaho division with head- 
quarters at Pocatello. 


E. R. Scoville, assistant superintendent 
of safety of the Baltimore & Ohio, has 
retired, effective December 31, after 58 
years of continuous service, but will con- 
tinue as chairman of the operating rules 
committee of the road until a new book 
of rules, now in preparation, is completed. 
Mr. Scoville was born on August 10, 
1858, at Bellefontaine, Ohio, where he re- 
ceived his education in the public schools. 
He served as telegrapher with the Big 
Four at Bellefontaine prior to enter- 
ing the service of the Baltimore & Ohio 
as telegraph operator on October 15, 1879, 
at New Vienna, Ohio. Mr. Scoville served 
successively as block dispatcher at Cin- 
cinnati, dispatcher and chief dispatcher at 
Chillicothe, Ohio, and trainmaster, then be- 
coming superintendent of telegraph of the 
Baltimore & Ohio Southwestern at Cin- 
cinnati, Ohio, on January 1, 1900. On No- 
vember 6, 1900, he became division super- 
intendent of the former Springfield division 
at Flora, Ill., later being transferred to 
the Illinois division at Washington, Ind., 
and to the Ohio division at Chillicothe on 
November 1, 1905. He became closely 
identified with the intensive safety’ cam- 
paign the B. & O. launched in 1912, when 
he was made a member of the general 
safety committee on January 1, 1914, of 
which he became chairman the following 
August. On July 1, 1918, he became 
supervisor of safety and was appointed as- 
sistant superintendent of safety on No- 
vember 25, 1922. 


Karl A. Paine, who has been appointed 
general superintendent of transportation of 
the Central departments of the Railway 
Express Agency, with headquarters at 
Chicago, as noted in the Railway Age of 
December 18, has been in the express busi- 
ness for 37 years. Gaining his early ex- 
perience in Kansas, Oklahoma, and Texas 





Karl A. Paine 


as clerk, cashier, messenger and agent, 
he later served as chief clerk to super- 
intendent and route agent. In November, 
1918, he was assigned to the transportation 
department as chief clerk, being appointed 
to the same position in the traffic bureau 
in May, 1923. In July, 1929, Mr. Paine 
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was appointed superintendent of transpor- 
tation, covering Eastern lines, later being 
assigned to the position of assistant to the 
vice-president in charge of traffic at New 
York, where he was located at the time of 
his recent appointment. 


Richard O. Fischer, who has been 
appointed assistant general manager of the 
Illinois Central, with headquarters at Chi- 
cago, as reported in the Railway Age of 
December 25, was born in Terre Haute, 
Ind., and spent the first few years of his 
business career with a newspaper at Mem- 
phis, Tenn. He first entered railway serv- 





Richard O. Fischer 


ice in 1905, as secretary to the general 
passenger agent of the Illinois Central at 
Memphis. In November of the following 
year he was transferred to the office of the 
general superintendent of the Yazoo & 
Mississippi Valley (part of the Illinois 
Central System) at Memphis, being 
advanced to assistant chief clerk to the 
superintendent of the Memphis division in 
1909. In June, 1910, Mr. Fischer became 
chief clerk in the same office. In April, 
1918, he was furloughed to the United 
States Railroad Administration, where he 
was assigned to the office of the regional 
director, Southern region, with headquar- 
ters at Atlanta, Ga., as operating clerk. 
Three months later he was appointed man- 
ager of the office of the regional director, 
Allegheny region, with headquarters at 
Philadelphia. He returned to the Illinois 
Central in April, 1920, as office manager to 
the vice-president and general manager. 
On January 1, 1925, he was advanced to 
assistant to the vice-president and general 
manager, with headquarters at Chicago, 
which position he held until his recent ap- 
pointment as assistant general manager. 


James G. Brannon, who has been ap- 
pointed superintendent of the Louisville 
division of the Texas & Pacific, with head- 
quarters at Alexandria, La., as reported 
in the Railway Age of December 25, has 
been connected with the T. & P. con- 
tinuously for 25 years. He was born on 
June 16, 1889, at Creekstand, Ala., and 
after a public school education he entered 
railway service with the Louisville & Nash- 
ville in 1905 as an agent-operator. In 
1911, he was appointed extra dispatcher at 
Mobile, Ala., holding this position until the 
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following year, when he left the L. & N, 
to join the Texas & Pacific, with © hich 
company he served as a train disp. cher 
and night chief dispatcher at various  vints 
until 1926. In that year he was pro ioted 
to assistant trainmaster and in the fi llow- 
ing year he was further advanced to rain- 
master, in which capacity he served at 
Shreveport, La., and Addis. In 192°. Mr. 
Brannon was made master of trans orta- 
tion, with headquarters at Alexandria, re- 
turning to the position of trainmasier, at 
the same point in 1931. He was holding 
the latter position at the time. of his ap- 
pointment as superintendent, whici be- 
came effective on December 16, 1937. 


TRAFFIC 


G. J. Smith, traveling freight agent on 
the Chicago, Burlington & Quincy at Bos- 
ton, Mass., has been appointed general 
agent at Philadelphia, Pa., to succeed E, 
H. Smith, deceased. 


S. F. Baker, assistant general freight 
agent on the St. Louis Southwestern at 
Tyler, Tex., has been promoted to gen- 
eral freight agent, with the same head- 
quarters, to succeed C. H. Jennings, de- 
ceased. 


R. N. Golden, general freight agent 
of the Minneapolis, St. Paul & Sault Ste. 
Marie, with headquarters at Minneapolis, 
Minn., has been appointed to the newly- 
created position of assistant freight traf- 
fic manager in charge of solicitation, with 
the same headquarters. 


J. G. Wheeler, general agent, pas- 
senger department, of the Western Paci- 
fic at San’ Francisco, Cal., has been ap- 
pointed general passenger agent, with the 
same headquarters, to succeed J. L. Scott, 
who has retired, effective January 1, after 
27 years service with this company. James 
J. Hickey, city passenger agent at San 
Francisco, has been appointed general 
agent, passenger department, at that point, 
to succeed Mr. Wheeler. 


Harry Franklin Rose has been ap- 
pointed general eastern freight agent of 
the Central Vermont-Canadian National, 
with headquarters at New York, succeed- 
ing Joseph Orville Adams, retired. Mr. 
Rose has been with the company since 1906 
and has been general agent, freight traffic 
department, with headquarters at Philadel- 
phia, Pa., since 1933. 

Mr. Adams was born in London, Ont. 
on November 21, 1872. He entered the 
service of the Grand Trunk at London 
as a clerk on November 14, 1887, and 
in May, 1902, was transferred to Portland, 
Me. In 1903 he was transferred to the 
Central Vermont, where he served in the 
operating department at Willimantic, Conn., 
Barre, Vt., and Burlington. On February 
1, 1915, he was appointed traveling freight 
agent of the traffic department at Boston, 
Mass., and two years later he went to New 
York as commercial agent of the freight 
department. In September, 1919, Mr. 
Adams was placed in charge of the freight 
territory of the Canadian National-C ntral 
Vermont-Grand Trunk system in the cast: 
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NO. 48 OF A SERIES OF FAMOUS ARCHES OF THE WORLD 





ROCK RIVER BRIDGE 
WATERTOWN, WISCONSIN 


Built in 1903, this four-arch, stone-concrete bridge 
carries the double track of the Chicago, Milwaukee, 
St. Paul and Pacific Railroad. This bridge is 360 
feet long and 30 feet wide. The piers and abutments 
are of concrete resting on timber and pile foundations. 
The arch rings and spandrel walls are of cut stone 


backed with concrete. The spans are 64 feet clear at 


HARBISON-WALKER 
REFRACTORIES CO. 


Refractory Specialists 





the springing line and rise 16 feet, 6 inches. » » » 
The Security Sectional Arch for the locomotive firebox 
was introduced to the American Railroads just a few 
years after this bridge was built. It developed with the 
locomotive and is today an essential factor in the economic 
operation of high speed, high capacity modern power. 


THERE’S MORE TO SECURITY ARCHES THAN JUST BRICK 


AMERICAN ARCH CO. 
INCORPORATED 
60 EAST 42nd STREET, NEW YORK, N. Y. 


Locomotive Combustion 
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ern United States, with the title of gen- 
eral eastern freight agent, with headquar- 
ters at New York, from which position he 
has retired, effective December 31, 1937. 


A. W. Aylin, general freight agent of 
the Missouri Pacific Lines, with headquar- 
ters at St. Louis, Mo., has been appointed 
foreign freight traffic manager, effective 
January 1, with the same headquarters, to 
succeed O. C. Olsen, who has been ap- 
pointed assistant general freight agent, 
with headquarters at New Orleans, La. 
Mr. Olsen replaces D. L. Carter, who 
has been appointed general freight agent 
at St. Louis, to succeed Mr. Aylin. G. A. 
Rodriguez, general agent at Havana, 
Cuba, has been appointed foreign freight 
agent, with headquarters at St. Louis. C. 
C. Hahne has been appointed general 
agent at Shreveport, La., to succeed Dixie 
Hannibal, deceased. 


J. W. Brady, who has been appointed 
assistant freight traffic manager of the 
New York, Chicago & St. Louis, with 
headquarters at Chicago, as reported in 
the Railway Age of December 18, has been 
in railway service continuously for about 
32 years. He was born on July 31, 1888, 
at Toledo, Ohio, and after a public school 
and business college education he entered 
railway service in 1906 as a contracting 
freight agent on the Ann Arbor at Toledo, 
Ohio. After about six years with this 
company Mr. Brady resigned to join the 
Toledo, St. Louis & Western (the Clover- 
leaf) as a traveling freight agent with 
headquarters at Toledo. During the war 
he served as chief clerk to the traffic man- 
ager of this company, in which capacity 
he had supervision over the distribution of 
coal for the government. In 1920 he was 
sent to Detroit, Mich., as general agent 
and when the Cloverleaf was absorbed by 
the Nickel Plate in 1922, he remained in 
the same capacity. In April, 1927, he was 
transferred to Pittsburgh, Pa., where he 
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remained until 1931, when he was sent to 
Chicago as assistant general freight agent. 
He was holding this position at the time 
of his recent appointment as assistant 
freight traffic manager. 


Clyde P. Bowsher, general freight 
agent of the Missouri-Kansas-Texas, with 
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headquarters at St. Louis, Mo., has been 
appointed to the newly-created position of 
assistant freight traffic manager, with the 
same headquarters, effective January 1, 
and the position of general freight agent 
has been abolished. Mr. Bowsher was 
born on November 17, 1879, at Millers- 
burg, Ohio, and after attending a -business 
college at Cincinnati, Ohio, he entered the 
service of the Katy in June, 1899, as a 
stenographer and clerk at Cincinnati. In 
January, 1901, he was transferred to St. 
Louis, where he remained until August, 
1904, when he returned to Cincinnati as 
traveling freight agent. From January, 
1914, until May, 1918, he held the position 
of commercial agent at Louisville, Ky., 
then being sent to Oklahoma City, Okla., 
as division freight and passenger agent. 
In March, 1920, Mr. Bowsher was pro- 
moted to division freight agent at St. 
Louis and on April 16, 1929, he was ap- 
pointed northern traffic representative, 
with headquarters at Chicago. In July, 
1931, he was promoted to general freight 
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Clyde P. Bowsher 


agent at Kansas City, where he remained 
until May 1, 1932, when he was trans- 
ferred to St. Louis. 


ENGINEERING AND SIGNALING 


In the biographical sketch of the career 
of Ellis Alexander Frink, retired engi- 
neer of bridges of the Seaboard Air Line, 
published in the Railway Age of January 
1, it was stated that the Virginia Bridge 
& Iron Co., of Roanoke, Va., is now a 
subsidiary of the American Bridge Com- 
pany. This statement is erroneous in that 
the name of this company was changed to 
the Virginia Bridge Company, and it be- 
came a subsidiary of the Tennessee Coal, 
Iron & Railroad Company on February 1, 
1936. 


L. H. Hornsby, assistant engineer of 
bridges of the Seaboard Air Line, has 
been appointed engineer of bridges, with 
headquarters as before at Norfolk, Va., 
to succeed E, A. Frink, whose retirement 
was reported in the Railway Age of Jan- 
uary 1. Mr. Hornsby was born in Mon- 
treal, Que., on July 23, 1890, and received 
his education in the public and high schools 
and McGill University. After service with 
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the Structural Steel Company of Mon. 
treal, Que., the Grand Trunk & Toronto 
Terminal railroad, the Hydro-F'ectric 





L. H. Hornsby 


Power Commission of Ontario and the 
Lackawanna Bridge Company of Buffalo, 
N. Y., Mr. Hornsby entered the service 
of the Seaboard on May 22, 1922, as 
draftsman in the bridge department at 
Norfolk, Va. Later he was appointed 
bridge designer and then became assistant 
engineer of bridges. Mr. Hornsby is a 
member of the American Railway Engi- 
neering Association. 


MECHANICAL 


A. T. Miller, assistant to superinten- 
dent motive power and _ general store- 
keeper of the Atlanta & West Point, the 
Western Railway of Alabama, and the 
Georgia railroad, with headquarters at 
Atlanta, Ga., has been appointed master 
mechanic of these roads, with headquar- 
ters at Montgomery, Ala., and Augusta, 
Ga. On the latter road Mr. Miller suc- 
ceeds O. H. Attridge, who has retired, 
and on the former roads he succeeds E. 
G. Gross, retired. 


PURCHASES AND STORES 


John William Gerber, who has re- 
tired from the position of general store- 
keeper of the Southern system, with head- 
quarters at Washington, D. C., as reported 
in the Railway Age of January 1, was 
born at Anamosa, Iowa, on February 9, 
1860. He entered railroad service on Au- 
gust 20, 1895, with the Southern. On May 
1, 1910, he was appointed general store- 
keeper, also serving as president of the 
Railway Storekeepers’ Association from 
1914 to 1915. Mr. Gerber became get- 
eral storekeeper of the Southern system 
on February 7, 1917, the position he held 
until his retirement, effective December 31, 


1937, 


SPECIAL 


Austin Edward Crilly, assistant chief 
of personnel, Canadian National, has fe 
tired after more than 21 years’ service. 
Mr. Crilly was born in Montreal, Que., 
on September 16, 1870, and was ed::cated 


Continued on next left-hand! page 
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For Efficiency and Safety 





Boiler Tubes and Flues 
Are Renewed After 


A Safe Mileage Life 


and for the same reason 
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Superheater Units Should Also Be Re- 
newed After a Safe Mileage Life .. As 
They Are Subject to Far More Severe 


Operating Conditions. 











aE)  SUPERHEATER 
Superheaters 
Feed Water Heaters Representative of AMERICAN THROTTLE COMPANY, INC. 
Exhaust Steam Injectors 60 East 42nd Street, NEW YORK 
Tangential Steam Dryers 122 S. Michigan Ave., CHICAGO 
Superheated Steam Pyrometers Canada: THE SUPERHEATER COMPANY, LTD. 
American Throttles MONTREAL 


A-119 
fo 














142 





in the public schools, Joliette College, 
Plateau Academy and the Montreal Busi- 
ness College. After a long service with 
the Canadian Pacific at Montreal, he joined 
the Canadian National at Moncton, N. B., 
in November, 1916, as traveling account- 
ant. In June, 1917, he was put in charge 
of labor matters. He became assistant to 
general manager, in September, 1918, in 
matters pertaining to labor schedules, ex- 
penses and personnel. He was a member 
of the Labor Schedule Sub-Committees, 
the Canadian Railway War Board, and 
the Railway Association of Canada. He 
returned to Montreal in 1920 and three 
years later was appointed chief of the 
wage bureau, representing the office of 
the vice-president in charge of operation 
and construction in matters pertaining to 
staff and wages or working conditions of 
employees with specific responsibility to co- 
operate with and assist general managers 
and regional officers in these matters. 
When the wage bureau was absorbed in 
the department of personnel in 1934, Mr. 
Crilly was appointed assistant chief of 
personnel. 


OBITUARY 


E. P. Hunter, assistant treasurer of the 
Southern with headquarters at Washing- 
ton, D. C., died suddenly in that city on 
January 3. 


Fred H. Frailey, division engineer of 
the Oklahoma division of the Atchison, 
Topeka & Santa Fe, with headquarters at 
Arkansas City, Kan., died on December 
13 at Oklahoma City at the age of 58 
years. 


George S. Harlan, general freight 
agent of the Baltimore & Ohio, with head- 
quarters at Philadelphia, Pa., died there 
on January 5, after a lingering illness of 
several months. Mr. Harlan was 62 years 
of age and was born in Baltimore, Md., 
where he was educated in the public schools 
and by private tutors. Entering railroad 
service with the Baltimore & Ohio as a 
messenger on June 14, 1890, he shortly 
afterwards became a clerk in the relief 
department, being transferred to the re- 
ceiver’s office in November, 1898. In June, 
1900, Mr. Harlan became identified with 
the traffic vice-president’s office, and in 
November, 1904, was made secretary to the 
first vice-president in charge of the rail- 
road’s traffic. He remained in this capac- 
ity for about 12 years, becoming chief 
clerk to traffic vice-president on July 1, 
1916. Fourteen months later he was ad- 
vanced to division freight agent, becoming 
assistant general freight agent on July 1, 
1921, and general freight agent at Phila- 
delphia on February 1, 1924. 


Stanley Wood, general auditor of the 
Chicago & Illinois Midland, with head- 
quarters at Springfield, Ill., died in that 
city on December 29 following an illness 
of four months. Mr. Wood was born on 
October 21, 1882, at Bolton, Lancashire, 
England, and was educated at Owens Col- 
lege and Victoria University, Manchester, 
Iungland. He served as an aide to a Brit- 
ish army officer during the Boer War, 
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after which he came to the United States, 
and in 1903 he entered railroad service in 
the operating department of the Atchison, 
Topeka & Santa Fe. He served as secre- 
tary, chief clerk and other positions in 
various offices until 1907, when he was 
transferred to the accounting department, 
where he served as traveling accountant, 
senior disbursements clerk, chief traveling 
accountant and auditor of disbursements 
in Los Angeles, Calif. From 1913 to 1917 
he was assistant manager of the business 
department of the Los Angeles Evening 
Herald and from 1917 to 1919 rose from 
private to captain in the Infantry of the 
United States Army in overseas service. 
For a short time thereafter he was as- 
signed to special duties under the director 
general of the United States Railroad Ad- 
ministration. For the next six years he 
engaged in public accounting practice and 
railroad and allied accounts in Chicago. In 
1926 he was appointed auditor of the Chi- 
cago & Illinois Midland, with headquar- 
ters at Springfield, Ill, and in 1934 was 
promoted to general auditor, the position 
he was holding at the time of his death. 


Guy J. Bunting, vice-president in 
charge of the accounting and treasury 
departments of the Illinois Central Sys- 
tem, died on December 24 at the Illinois 
Central hospital at Chicago. Mr. Bunt- 
ing was born on July 14, 1881, at Ports- 
mouth, Va. and began his railway career 
in 1900 as general accountant of the 
Cachie & Chowan Railroad in North Car- 


ff >, 





Guy J. Bunting 


olina, a position which he later relinquished 
to become associated in an accounting ca- 
pacity first with the Audit Company of 
New York and later with the Indiana 
Audit Company. In May, 1909, he joined 
the Interstate Commerce Commission as 
an examiner and after slightly more than 
two years in this capacity he became gen- 
eral accountant of the Chicago, Milwau- 
kee & St. Paul (now the C. M. St. P. & 
P.), with headquarters at Chicago. On 
March 15, 1913, he was promoted to as- 
sistant general accountant of this com- 
pany and still later he became comptroller. 
Mr. Bunting left the service of the Mil- 
waukee on November 1, 1920, to return 
to the Interstate Commerce Commission 
as assistant director of the Bureau of 
Finance. In that capacity he was engaged 
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in effecting settlements between the car. 
riers and the government for the guar. 
anty period which followed federal cop. 
trol of the railroads. Effective May 15 
1922, Mr. Bunting became connected with 
the Illinois Central as comptroller. He 
was elected vice-president in charge of 
the accounting and treasury departments 
on October 1, 1923. Mr. Bunting was a 
past president of the Railway Account. 
ing Officers’ Association and was a mem- 
ber of the Advisory committee on ac. 
counting of the Association of American 
Railroads. 


Edward P. Bracken, who retired on 
January 1, 1933, as executive vice-presj- 
dent of the Chicago, Burlington & Quincy, 
the Colorado & Southern and allied lines, 
with headquarters at Chicago, died on De- 
cember 31 at his winter home at Winter 
Park, Fla., at the age of 78 years. Mr, 





Edward P. Bracken 


Bracken first entered the service of the 
Burlington in August, 1887, as a gang 
foreman on the Illinois division and sub- 
sequently served as an extra gang fore- 
man, a track foreman and as a roadmas- 
ter, serving in the latter capacity for 
about 13 years. He was then advanced 
to trainmaster and in November, 1905, he 
was further promoted to assistant super- 
intendent of the Lincoln division. In the 
following year, Mr. Bracken was ad- 
vanced to division superintendent and 
served successively in this capacity on the 
Lincoln, Sterling, Sheridan, Brookfield and 
Galesburg divisions. On May 15, 1909, 
he was promoted to general superintendent 
of the Wyoming division and on February 
1, 1910, he was further promoted to the 
position of assistant general manager of 
the Lines East of the Missouri river, with 
headquarters at Chicago. Two years later 
he became general manager of the Lines 
East, and in 1917 he was elected vice- 
president in charge of operation. On 
August 9, 1918, during federal control of 
the railroads, Mr. Bracken was appointed 
general manager of the Burlington, and on 
November 6, 1919, he was appointed fed- 
eral manager. On the termination of fed- 
eral control in 1920, he resumed the pos! 
tion of vice-president in charge of opera- 
tion, which position he continued to hold 
until his election as executive vice-presi- 
dent on September 24, 1931. 


Table of Freight Operating Statistics 
begins on next left-hand pagt 
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Freight Operating Statistics of Large Steam Railways—Selected Items for the Month of Octo ‘er, 


Region, road, and year 


New England Region: 


Boston & Albany............ 1937 
1936 
ete Se SI isto cccccnds 1937 
1936 
N. Y., New H. & Hartf....... 1937 
1936 
Great Lakes Region: 
Delaware & Hudson......... 1937 
1936 
Del., Lack. & Western....... 1937 
1936 
Erie (incl. Chi. & Erie).......1937 
1936 
Grand Trunk Western....... 1937 
1936 
BAS VIG oo cc cccccccevee 1937 
1936 
New York Central........... 1937 
1936 
New York, Chi. & St. L...... 1937 
1936 
Pere Marquette............. 1937 
1936 
Pitts. & Lake Erie........... 1937 
1936 
MG ci 400 Swicbeudavaszed 1937 
1936 
Central Eastern Region: 
Baltimore & Ohio........... 1937 
1936 
Central of New Jersey....... 1937 
1936 
Chicago & Eastern Ill........ 1937 
1936 
Elgin, Joliet & Eastern (a)....1937 
1936 
DE PINs. 6 Ke tecdexvcvewss 1937 
. 1936 
Pennsylvania System. .......1937 
1936 
aves on cuca kcuiaenae 1937 
1936 
Pocahontas Region: 
Chesapeake & Ohio.......... 1937 
1936 
Norfolk & Western.......... 1937 
1936 
Southern Region: 
Atlantic Coast Line.......... 1937 
1936 
Central of Georgia. . .1937 
1936 
ah Central (incl. Y. & 1937 
J? ae Sees 1936 
Louisviliz & Nashville........ 1937 
1936 
Seaboard Air Line........... 1937 
1936 
Sai 40d terns eenes ue 1937 
1936 
Northwestern Region: 7 
Chi. & North Western....... 1937 
1936 
Chicago Great Western...... 1937 
1936 
Chi., Milw., St. P. & Pac.....1937 
1936 
Chi., St. P., Minneap. & Om. .1937 
1936 
Goeat Northerm......60ssce 1937 
1936 
Minneap., St. P. & S. St. M...1937 
1936 
Northern Pacific............ 1937 
1936 
Central Western Region: 
PE Reki eh vandaw dt viicnkaasens 1937 
1936 
oe t ae & S. Fe (incl. 1937 


S. F. and P. & S. F.) .1936 


chi = tel & EE 1937 


Chi., Rock I. & Pac. (incl. 
Chi., Rock I. & Gulf)...... 1936 


Denver & R. G. Wn.......... 1937 
1936 

Southern Pacific—Pacific 1937 
oak biaW akan ee 1936 
WU DMI 6 oo vc eccncewess 1937 
1936 

Southwestern Region: 

Mo.-Kans.-Texas Lines....... 1937 
1936 

Missouri Pacific............. 1937 
1936 

St. Louis-San Francisco...... 1937 
1936 

St. Louis Southwestern Lines . 1937 
1936 

Texas & New Orleans........ 1937 
1936 

po 1937 
1936 


(a) No passenger-train service. 
Compited by the Bureau of Statistics, Interstate Commerce Commission. 


Miles of 


road 


operated 


374 
373 
1,941 
1,963 


Train- 
miles 


146,638 
136,657 
288,201 
291,017 
352,721 
348,786 


236,639 
239,098 
388,732 
381,133 
789,776 
776,238 
277,402 


598,060 


1,597,433 
1,676,529 
162,945 
162,718 


453,980 


954,830 
980,001 
737,859 
756,845 


564,810 
557,010 
256,250 
254,928 


1, 389, 566 


1,090,858 
1,092,914 
313,623 
324,432 
1,490,574 
1,546,336 
250,882 
245,043 
1,023,859 
1,116,494 
419,100 
418,263 
784,657 
864,509 


230,731 


i, 734, 770 

1,705,057 
2,398,403 
2,415,803 


444,369 
418,781 
1,346,135 
1,380,621 
813,427 
831,163 
320,229 
269,826 
654,193 
615,420 
321,739 
320,059 
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Ton-miles (thousands) 





Locomotive-miles Car-miles 

r A ~ cr Gross, 
Principal Loaded Per excluding 
and (thou- cent locomotives 
helper Light sands) loaded and tenders 
151,011 9,800 3,255 66.9 183,719 
140,927 9,603 3,298 67.2 177,461 
322,266 27,179 10,269 68.9 567,651 
327,049 27,593 10,640 70.3 579,591 
435,787 27,749 12,617 68.9 676,244 
433,359 25,865 12,524 69.4 666,163 
320,773 36,300 8,646 67.6 527,781 
326,381 37,868 8,724 68.4 533,327 
435,244 59,975 13,651 70.4 783,687 
423,011 55,440 13,374 71.5 752,942 
837,473 53,684 35,901 66.6 2,158,468 
830,822 48,190 35,431 68.0 2,088,285 
281,306 4,290 7,879 64.0 477,938 
276,239 2,521 7,136 65.6 419,381 
392,445 52,499 14,414 67.9, 901,592 
397,105 50,979 13,927 69.1 842,204 
3,156,492 177,586 103,075 60.0 6,872,819 
3,066,414 181,768 101,357 62.4 6,499,403 
518,251 7,071 18,540 66.0 1,107,656 
519,712 7,896 18,828 67.9 1,097,812 
400,078 ,806 11,022 62.8 702,259 
417,471 6,036 10,790 63.9 674,845 
..  { aa 3,381 58.1 294,831 
100,122 ane 3,932 63.1 331,356 
616,724 13,864 19,185 68.5 1,105,676 
607,819 ‘ 18,895 69.3 1,074,901 
1,987,522 220,801 50,771 61.8 3,540,022 
2,058,245 212,896 52,309 64.0 3,559,462 
183,034 37,150 5,461 61.5 377,766 
182,387 36,148 5,479 62.7 367,898 
192,600 3,314 5,202 66.1 329,235 
184,154 2,977 5,049 69.7 310,350 
109,199 1,819 2,585 33.3 204,645 
107,955 2,358 2,856 60.7 220,336 
31,432 15,757 299 50.8 23,551 
36,624 17,621 334 49.6 26,080 
3,704,303 424,296 118,498 63.2 8,051,946 
3,769,746 420,748 119,304 64.5 8,074,140 
00,805 57,732 12,978 63.3 936,722 
493,434 56,424 13,329 64.9 939,331 
1,006,516 45,464 44,637 55.0 3,851,543 
1,040,966 51,098 47,788 56.7 4,073,220 
769,466 42,625 31,412 57.9 2,672,942 
808,225 40,108 33,104 59.6 2,788,062 
565,817 7,921 13,665 66.5 727,764 
558,777 7,701 11,948 67.5 624,950 
258,443 3,395 5,515 70.9 305,249 
257,639 3,417 6,111 74.6 322,060 
1,541,044 29,091 41,729 61.8 2,724,820 
1,790,947 34,134 44,184 64.3 2,815,381 
1,304,050 30,075 28,886 58.0 2,091,698 
1,349,767 35,742 30,636 60.7 2,158,773 
527,229 6,100 14,167 70.2 789,007 
499,223 6,230 12,637 70.3 706,659 
1,416,271 21,762 31,741 66.8 1,817,326 
1,414,949 24,053 32,240 69.0 1,792,234 
1,139,708 30,986 29,982 61.2 1,921,388 
1,140,358 33,553 31,139 62.6 1,963,495 
314,821 10,140 9,267 61.7 568,582 
326,248 10,726 9,856 62.0 604,332 
1,579,666 62,250 41,282 62.2 2,628,671 
1,657,124 74,168 42,675 61.8 2,701,203 
264,489 13,555 5,851 63.7 369,313 
259,909 12,728 5,768 65.6 357,304 
1,030,291 39,350 36,322 60.1 2,477,094 
1,126,130 43,547 39,218 59.3 2,672,396 
428,985 5,766 10,072 64.7 602,408 
429,298 5,781 10,181 66.7 604,982 
821,637 43,548 25,592 66.9 1,558,200 
965,346 62,575 28,227 67.9 1,673,095 
242,864 1,786 5,266 62.7 334,806 
224,739 2,031 5,164 68.6 313,607 
2,452,713 121,011 67,397 61.6 4,319,135 
2,284,880 118,847 62,970 64.0 3,922,716 
1,559,297 56,709 44,046 60.7 2,703,424 
1,650,512 65,839 42,664 62.2 2,586,320 
1,273,319 7,897 30,232 63.7 1,846,332 
1,241,090 6,673 28,421 66.8 1,678,144 
586,679 68,790 12,529 64.9 770,550 
546,525 64,819 11,769 62.8 739,323 
1,902,627 228,714 58,696 64.2 3,636,439 
1,871,487 232,896 57,676 66.2 3,501,765 
2,474,870 124,650 77,281 60.2 4,955,005 
2,498,573 127,946 16, 623 62.4 4,784,324 
449,999 5,818 12,372 61.5 772,400 
424,506 6,487 11,646 64.9 700,178 
1,387,536 32,328 39,189 63.4 2,494,634 
1,412,846 32,542 38,382 62.5 2,445,113 
823,225 12,005 17,312 62.5 1,085,411 
840,651 11,218 17,789 64.0 1,101,579 
322,534 4,395 8,603 65.9 506,113 
270,774 3,401 7,548 i 418,547 
654,222 8,691 15,716 63.7 976,372 
617,579 11,125 14,938 69.1 899,755 
321,739 1,881 9,498 63.9 588,232 
320,059 1,533 9,262 65.7 558,734 


Subject to revision, 


Net, 
revenue 
and non- 
revenue 


65,899 
62,567 
210,335 
221,398 
259,975 
258,583 


256,301 


404, 747 


1,614,390 
1,647,436 
182,109 
175,306 
143, 714 


2,097,298 
2,254,999 
1,430,012 
1,524,517 


728,367 


735,633 
747,336 
202,438 
217,058 
1,060,622 
1,080,788 
146,470 
148,499 
1,063,121 
1,126,539 
250,613 
256,289 
644,698 
702,130 


125,057 
128,269 
1,402,654 
1,326,936 
1,108,327 
1,071,189 


286,392 
263,069 
995,364 
973,899 
441,216 
455,512 
197,036 
168,389 
367,105 
364,416 
215,069 
207,690 


Serviceable 


Not 
stored Stored 


57 
57 
122 
131 
180 
190 
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Number of road 
locomotives on line 


Un- Pe 


serv- 


ice- sei 


able 


26 
25 
120 
139 
68 
78 
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1927, Compared with October, 1936, for Roads with Annual Operating Revenues Above $25,000,000 


Gross ton- 
Gross ton- miles Pounds of 
miles per per Net Netton- coalper Laoco- 
Per train- train-mile, Net ton- miles 1,000 gross mo- 
cent hour, excluding ton- miles : per ton-miles, _ tive- 
Number of freight un- excluding loco- miles per i iles m ~ of including miles 
cars on line serv- locomo- motives per loaded - road locomo- per 
oa A ~ ice- tivesand and train- car- per tives and locomo- 
Region, road, and year Home Foreign Total tenders tenders mile i day tenders tive-day 





New England Region: 
Boston & Albany 6,294 
6,743 
Boston & Maine 15,409 
7 15,705 
N. Y., New H. & Hartf....... 19,907 
1 21,814 


157 60.7 
154 56 
98 48 
101 44.8 
101 62. 
103 58. 


21,156 
21,235 
27,018 
26,417 
27,523 
26,794 


MAW iie 
ty 00 00 Un i 00 


Great Lakes Region: 
Delaware & Hudson 11,351 


Del., Lack. & Western 

Erie (incl. Chi. & Erie)..... 
Grand Trunk Western 
Lehigh Valley 

New York Central 

New York, Chi. & St. L 


30,746 104 


Pere Marquette 
Pitts. de Dee Bae. occ < cecase 
Wabash 


47, 355 
44,966 
36,858 
35,581 


be i Go STA Go RO AW WO WOAOW 
OPO WOO MIM UNUAO WOM OOO Rm 


Zi, ‘697 
Central Eastern Region: 
Baltimore & Ohio.... 56, E 86,994 
K 92,872 
Central of New Jersey....... i 19,569 


28,749 


Chicago & Eastern IIl..... 

Elgin, Joliet & Eastern (a)... a 

Long Island 

Pennsylvania System........ 183,164 
183,810 


Reading 21,746 
22,839 13, ‘676 


SO = 00 71 BD 00 GT =1'0 


NUNAOWUWOHASCWUND PUNORNEHOWACHNORIUNHA ARHHUNSN 
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~ 
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24. 482 
Pocahontas Region: 
Chesapeake & Ohio 43,185 14,131 
q 37,597 17,085 
Norfolk & Western 2 32,623 5,370 
27,168 Sase Sa, "381 


57,344 
55,202 
54,411 
52,051 


HUNoe 
Nwu~o 


PANO 
‘o 


Southern Region: 
Atlantic Coast Line 25,060 
26,657 
Central of Georgia (Abe: 
C 7,051 
Illinois Central (incl. Y. y 52,743 
M. V.) 56,520 


MOPROUNWRORAN 
AN WOWIIOSHONS 
UMmACOcONA~TS"IUNU 
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Northwestern Region: 
Chi. & North Western...... 


Chicago Great Western 

Chi., Milw., St. P. & Pac... : 

Chi., St. P., Minneap. & Om.. 
1 


Great Northern 


WOW pm tO & Go bP bv bo 
HASKIN PR WwW 


WO 2 


19. . be 
Minneap., St. P. & S. St. M.. 16, 831 
19 17,721 
Northern Pacific y 36,118 
35,248 


WOADOSUIUUINBOACGCO CHUNUHRAUCIO CROW 


UIIUBWAPOONNNN AIO 
WUAIN OOH UIA PH WEA 
CHNOUWUOWNOHON 


UN OoOuM 
NR WWwO 


wWomd 
IAD & 


29; 334 
Cnet Western Region: 
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HE F-1 Mechanical Lubricator does not 
"hae oil, but injects it, one or two drops 
at a time... These accurately measured, high 
pressure jets come at intervals with precise 
regularity .. . Positive action is assured. 


Plunger pumps are lifted in sequence by a cam 
to measure the oil, and forced downward by 
springs to eject it, to each point of the com- 


pressor system. The cam is actuated through 
a ratchet and pawl operated by a pneumatic 
engine at each compressor stroke. Lubrication 
is, therefore, dependent upon compressor oper- 
. The oil 
supply, independent of all other lubricating 


ation and synchronous with it. . 


systems, is maintained at consistent fluidity 
in a lag-protected, stearn-heated chamber. 


Complete details of operation and application in Descriptive Leaflet 2458. 
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